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THE REDUCED RATE ISSUE 

We rejoice to be able to say that President Harding 
seems now to have come to the right view of the rate 
situation. If that statement carries with it any suspicion 
that it is not President Harding who has changed his 
views but The Traffic World that was in error in inter- 
preting them, we shall undergo the suspicion with forti- 
tude and cheerfulness in view of the improved situation 
caused by the knowledge that the chief executive is now 
on the right track, wherever he may have been at first. 

Of course, however, there was no doubt as to the 
President’s former attitude, which was, as shown by his 
public announcements and his private expositions of his 
views, that the general level of freight rates was too high 
and that it must come down as a means of restoring 
business to normalcy. But one fine day recently he put 
on his hat and strolled over to the offices of the Inter- 
state Commerce Commission to talk about freight rates 
and other things. There was no threat of the “big stick” 
in his action but he was understood to be pretty thor- 
oughly impressed with the idea that rates ought to come 
down and he, at least, wanted information from the Com- 
mission as to why they did not or could not come down. 

The proceedings of that informal conference were 
not made public and one may not venture to record the 
processes of the Presidential mind. But it is at least 
known that the Commission surprised the President with 
amass of information as to reductions that kad been 
made in the ordinary course of business, without pub- 
licity, except in journals like The Traffic World. The 
President expressed astonishment not only at the num- 
ber of reductions that had been made but at the fact 
that so little was known about them. It is not known 
that the Commission or individual members of it talked 
the President out of his idea that there should be a gen- 
eral reduction, but it may well be guessed that this. was 
What happened. At any rate, since that conference Pres- 
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ident Harding, without any statement to the effect that 
he has changed his mind, has, nevertheless, in his dis- 
cussions of the matter, showed that his views have 
changed and that he now believes there can be no gen- 
eral reduction and that where reductions ought to be 
made the matter can be left to the Commission, where 
negotiations between shipper and carrier fail. That, of 
course, is the correct view. It is important that the: 
President have the proper view because there kas been, 
perhaps, no other one thing so strengthening to the cause 
of those who insisted on a general cut as the fact that 
the President of the United States was with them. Now 
that cause is championed only by associations of farmers, 
scattered individual shippers, or small trade organiza- 
tions, and is opposed by the great body oi shippers as 
well as by the carriers and unbiased authorities. 

We have no doubt that the President put himself on 
record in favor of a general rate reduction without giv- 
ing much intensive study to the matter. He was im- 
pressed by the fact that some rates seemed to be so high 
as to be obstructive of business and he, therefore, per- 
mitted himself the same looseness of thought and speech 
that has been responsible for the errors of others. They 
confuse high rates on specific commodities or in specific 
localities with high rates generally. 

Following is an editorial from the “Marion Star,” the 
paper owned by President Harding, published before his 
conference with the Interstate Commerce Commission 
and throwing some additional light on his former atti- 
tude: 


‘Last fall, when the Interstate Commerce Commission yielded 
to the plea of the railroads for an increase of twenty per cent 
in freight rates, railroad executives held to the belief that their 
revenues would be increased to a considerable extent. The oppo- 
site has been the effect. 

That the increase in freight rates has had something to do 
with existing industrial and business conditions is almost gen- 
erally admitted. The railroads find themselves in the situation of 
the man who killed the goose that laid the golden eggs. They 
have the higher freight rates, but they do not have the business 
from which to collect them. Shipping costs have reached a point 
that makes them a real factor in the transaction of business. 

The rate on lemons from California is almost equal to the 
price for which foreign-grown lemons are selling in New York 
City. It will easily be seen that lemons are not shipped from 
California to the east and the railroads are getting no revenues 
from such shipments. The Interstate Commerce Commission is 
considering a lowering of freight rates, with the object of giv- 
ing some aid to industry and business by lowering the operating 
costs, and at the same time add to the incomes of the railroads 
by increasing the shipping business. 


The most illuminating figures that haye come to our 
of the effect of high 
are those offered by 
of the Santa Fe, be- 
have been published 


attention concerning the question 
rates on the movement of traffic 
Edward Chambers, vice president 
fore the Senate committee. They 








1238 THE TRAFFIC WORLD Vol. XXVII, No. 24 





mo’ 

: rate 

* as 1 

To the Industrial Traffic Manager i 

him 

dra 

the 

as t 

* 

not 

The ulf obile & orthern a 
pro 

« 

the 

Serves ulfport obile ew Orleans |} " 
that 

cem 

. 26. 

ITS SPECIALTY: Dependable Freight Service. _ 

ITS AMBITION: To serve you. pare 

ITS INVITATION: To try the route. a 

IN RETURN: Courteous treatment, expedited eal 

service and a personal interest in your tice 

shipments from origin to destination. me 

bles. 

the 

spee 

“THE ROAD OF SERVICE” i 
inali 

ator 

also 

Con; 

to th 

: | wou 

SAN Woa<oncane wy "apt 3 7) oc tn, ; ie, muc! 
FRANCIS Vises me re | ot of w 
\ ANGELES < " o/ P ord 

®§ . 2 r / 2 ' 

SAN piecoN : . ) little 
Way 

if th 
the ( 
Ssa. sent 

@ @ SxS maki 
iN © \F oF aaexrco Pr think 
' We . 

* r S ther 

San Diego & Arizona Railway || * 
; Cong 

THE SAN DIEGO SHORT LINE their 
Offers a New Direct Route Between San Diego and Eastern Cities merit 
This new line in connection with Southern Pacific and its Eastern connections forms the a 
shortest transcontinental line to any California port. GIVE IT A TRIAL. ng | 

no 

From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern The 
Pacific, care S. D. & A., El Centro. aad 
From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. —_ 
From NEW YORK: Sou. Pac. S. S. Line (Morgan Line), care S. D. & A., El Centro. | 
From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. freic! 
For information as to rates, routes, service, etc., ask any railway agent, or address: Suit 

D. W. PONTIUS, General Manager ms e f 

RB. Ba ANA Darn, Brame Mantes eager agent SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. "94 

















June 11, 1921 


in The Traffic World. He took up a number of heavy 
moving commodities and showed that under the high 
rates the movement was heavier than or about as heavy 
as under the low rates. We have no doubt that, though 
his figures may be correct, persons who disagree with 
him will find some means of attacking the inferences 
drawn from them. But they seem to show, at ieast, that 
the high rates caused no great falling off in traffic, though 
as to how much heavier traffic might have been had rates 
not been advanced, one may speculate as much as he 
chooses. He cannot prove himself right nor can anyone 
prove him wrong. Mr. Chambers might have added to 
the points made by him that if the high freight rates 
were really a controlling cause of the slump in business 
that slump would probably have shown itself before De- 
cember, the rate advance having gone into effect August 
26. 

Now, with the issue clearing as to the effect of high 
rates and the wisdom of a general cut in rates as com- 
pared with a policy of leaving the rate matter to the 
Commission, trusting it to make reductions where rates 
are unreasonable or suppressive of business, we wish 
there could be something done to put a stop to the prac- 
tice by aggrieved shippers of running to their congress- 
men or senators or to President Harding with their trou- 
bles, and of those senators and congressmen of making 
the cause of their constituents their own by making 
speeches on the floor and offering resolutions condemn- 
ing the high freight rates. Of course, it is a citizen’s 
inalienable privilege to write to his congressman or sen- 
ator or his President about anything he pleases. It is 
also the privilege of the representatives of the people in 
Congress to make speeches about anything that occurs 
to them. But we wish it would occur to them that they 
would be doing their constituents and their country a 
much better service, in addition to saving many pages 
of white paper, if they would, instead of filling the rec- 
ord with remarks on a subject about which they have 
little information, explain to their constituents that the 
way to proceed is by negotiation with the carriers and, 
if that fails, then by complaint, formal or informal, to 
the Commission. But we have little hope of the repre- 
sentatives and senators. They are likely to continue 
making speeches and offering resolutions wien they 
think those things will make good reading back home. 
We do, however, hope that the President will not far- 
ther concern himself with the details of rate making and 
that the Commission will tell individual members of 
Congress who try to exert pressure in the interest of 
their constituents, that it settles rate questions on their 
merits as those merits appear after presentation by per- 
sons with information, and not in order to please some 
Congressman who is trying to do a favor for some one 
Who voted for him or may vote for him in the future. 
The President has spoken for less politics in business 
and more business in politics. Here is a chance to help 
him and for him to help himself get the former. 

An example of how little the question of reduced 
freight rates is understood or how it may be twisted to 
suit the purposes of various interests is furnished by the 
following statement, issued by J. R. Howard, president 
of the American Farm Bureau Federation, with reference 
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to the proposed reductions by transcontinental lines in 
rates from the Pacific coast: 


Twenty per cent reduction in railroad rates from the Pacific 
coast where the haul is in competition with water transporta- 
tion demonstrates that the railroad can profitably lower charges 
applicable to the inter-mountain, middle west, and other regions. 
This reduction in rates virtually is an admission that the rail- 
roads are making money or that they expect to increase their 
revenue through greater traffic caused by lower rates. This 
is an interesting admission for if decreased rates will bring 
more business from the Pacific coast the same must be true of 
the middle west and inter-mountain states. The members of the 
American Farm Bureau Federation, and the farmers generally 
demand that there be a reduction of rates throughout the en- 
tire country. 

We have repeatedly called to the attention of the railroads 
and the public otir belief that a reduction in rates would result 
in very material increase in the volume of traffic which prob- 
ably would fully equal the loss in revenue from the freight 
higher rates. If the railroads are going to make the farmers 
and consumers of the middle west pay for the reduction and cost 
of freight from the far west wherever water competition enters 
into rate making, we wish to know it, for it is our belief that 
transportation rates on a great many commodities should be re- 
duced not only where water competition is available, but gen- 
erally throughout the United States. 


~Of course, the proposed reduction in transcontinental 
rates, proper or improper, does not demonstrate at all 
that the railroads can profitably lower other rates. Any 
statement to that effect would seem to show either wil- 
ful misstatement or woeful ignorance. The proposals 
made by the carriers are the result merely of the fact 
that they are losing business by reason of water com- 
petition and that they believe it to be to their advantage 
to retain as much of this business as possible, even if it 
has to be hauled at little over the out of pocket cost. 
Any business man can understand the proposition, 
whether he believes the carriers’ representations or not. 
It is ridiculous to demand a rate reduction the entire 
country merely because the carriers argue that business 
conditions justify a reduction from the Pacific coast. But 
ridiculousness has played a large part in this campaign 
for a general rate reduction. 


PRIZE FOR FOOLISHNESS 
There have been many foolish things said and writ- 
ten about the present transportation act and its effects, 
but we beg leave to enter in the competition, with our 
vote for first prize, the following resolution, adopted by 
the California legislature: 


Whereas by section 422 of the transportation act, 1920, 
amending the interstate commerce act by adding section 15a 
thereto, the Congress of the United States prescribed a rule of 
rate making whereby the Interstate Commerce Commission shall 
fix rates so that carriers as a whole will under honest, efficient, 
and economic management and reasonable expenditures for 
maintenance of ways, structures, and equipment earn an aggre- 
gate annual net railway operating income of 6 per cent upon the 
aggregate value of railway property held for and used in the 
service of transportation; and 

Whereas said transportation act as now framed applies to 
and assures a 6 per cent income return to all railway properties, 
regardless of whether or not said property was reasonably ac- 
quired for, or properly applied to, transportation uses; and 

Whereas such rule of rate making in effect guarantees to 
carriers annual net earnings and removes the incentive for effi- 
ciencies in operation and economy in expenditures; and 

Whereas such rule of rate making imposes upon shippers 
and the public an excessive transportation burden, making it 
impossible for producers to market their products and destroy- 
ing the value of producing properties, especially agricultural 
and horticultural lands, and has in its operation wholly failed 
to accomplish any beneficial results for the carriers, but on the 
contrary has been detrimental to the interests of producers and 
the public at large: Now, therefore, be it 

Resolved by the assembly and senate, jointly, That the 
Legislature of the State of California at its forty-fourth session 
petitions the Congress of the United States to reconsider the 
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transportation act of 1920, and urges Congress to eliminate the 
objectionable features herein pointed out, and to grant a rate 
structure that will not place a false earning power on a large 
fictitious railroad capital, the payment of which is stifling to 
industries of the Pacific coast. 

The resolutions are the more foolish when contrasted 
with the action of the California commission in “going 
along” with the Interstate Commerce Commission in Ex 
Parte 74 and authorizing intrastate advances equal to 
those authorized in that decision. If the carriers were 
earning the six per cent net revenue contemplated by the 
act there might be some excuse for this resolution and 
others like it. But how can the act be blamed for “as- 
suring” or “guaranteeing” anything at all to the carriers, 
when it is notorious that they are on the verge of bank- 
ruptcy? When the carriers get back to a money-making 
basis it will be time enough to talk about the shortcom- 
ings of the rate-making section of the transportation act. 
Until then, expressions of the kind quoted above merely 
show ignorance of conditions and causes. 





CAR SERVICE REPORT 


The Trafic World Washington Bureau 


In the quarter ended March 31, 1921, there was a net in- 
crease of 166 locomotives, 4,591 revenue freight cars, 67 non- 
revenue freight cars and 176 passenger cars in the equipment of 
Class I roads, according to a report just completed by the car 
service division of the American Railway Association. 

The following statement shows the equipment acquired and 
retired during the quarter, the total ownership on March 31, 
and the number of cars on order on that date: 


Jan. 1 to M’ch 31 Total 








Acquire- Retire- ownership, Number 
ments. ments. M’ch 31,1921. on order. 
Locomotives. 

| Sa eee 328 206 39,502 217 
eee 85 85 14,507 54 
rere rr 110 66 11,551 119 
EY Acvaddwnoehateeac 523 357 65,560 390 

Revenue freight cars. 
Box, auto. and furn........ 7,068 6,222 1,050,731 6,118 
I nk wa'cinaeds 2,671 310 62,274 2,420 
COR! OME COME 2 ccccccvcccs 7,950 5,967 995,427 8,269 
DE \ccanent chipped emanngee 508 773 80,453 2,295 
ee eee rae 679 1,011 104,618 488 
BEMBCOCTIAMOOUS ccccccccceses 159 161 49,249 120 
MOE ‘\“akccrewiereee tend 19,035 14,444 2,342,752 20,340 
a a ee 1,360 1,293 138,963 676 

Passenger equipment. 
CSO” aa eee 178 5 15,646 667 
OO 8 Serre 89 aoe 6,459 ec 
EE: ional Aw eked eee danw en 38 124 31,288 1 
ED tbe dined wed wee oe *305 129 53,393 **668 


* Coaches, 113; combination, 14; baggage and express, 133; other, 


45. Total, 305. 
** Conches, 417: 
19. Total, 668. 


STORE DOOR DELIVERY 


The Trafic World Washington Bureau 


The move, started in Baltimore, by shippers and the Federal 
Highway Council to restore store-door delivery in Baltimore, 
has reached the stage of the appointment of a committee io 
work out a scheme. The idea now is to organize at least two 
drayage companies which will take the contract for taking the 
merchandise from the railroad freight stations to the places of 
business of the consignees. 

At prior meetings the railroad men attending said they had 
been authorized to make the attempt, with a view to preventing, 
in the future, the congestion at freight terminals, which almost 
stopped business in New York City in the winter of 1917-18, and 
which caused the Railroad Administration to have Interstate 
Commerce Commissioner Harlan make an investigation in New 
York with a view to finding a way, by means of store-door de- 
livery or unified drayage service, to relieve the pier freight 
houses of the frightful congestion to which they had been sub- 
jected. 

The Baltimore move, it is admitted, if successful, will mean 
the extension of that kind of delivery service to every other 
city in the country. The Commission held that it was unjustly 
discriminatory against a suburb of Washington to give store-door 
delivery to parts of Washington and not to that suburb. The 


combination, 24; baggage and express, 178; other, 
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carriers elected to abolish it throughout Washington, rather than 
extend it to.the whole city. Then, on complaint, Baltimore was 
deprived of store-door delivery so as to remove the discrimina- 
tion against Washington. 

So far as can be learned, the thought of those who are 
seeking to re-establish the service is that the railroads wil] 
make an additional charge for it, and not afford it for the line. 
haul rates now in effect. When they gave up store-door delivery 
in Baltimore and Washington, they did not make any reduction 
in the line-haul rates. Shippers paid just as much and in addi. 
tion bore the cost of drayage which, theretofore, had been with- 
out charge to them. 

The committee men appointed are A. E. Beck, chairman and 
representing the Federal Highway Council and the Merchants’ 
and Manufacturers’ Association of Baltimore. For the shipper, 
George P. Neilson, superintendent, American Wholesale Corpo- 
ration (Baltimore Bargain House); James M. Easter, presideni, 
Daniel Miller Company; Walter Halstein, president, Baltimore 
Transfer Company, and Robert A. Masson, of the Masson Trans- 
fer Company. For the railroads, Pennsylvania Railroad, G. M. 
Smith, superintendent; S. T. Stackpole, division freight agent: 
J. S. Coreoran, freight agent, and F. W. B. Humes, superin- 
tendent, stations and transfers. Western Maryland Railroad, 
J. M. Allison, freight traffic manager; C. F. Eckhart, agent, and 
T. E. Withers, manager of warehouses. Baltimore & Ohio Rail- 
road, Golden Shumate, freight traffic manager; W. FE. Neilson, 
freight agent, Camden Station; M. F. Steinberger, special en- 
gineer, operating department, and J. C. Brown, manager Blue 
Line Transfer Company. 

W. J. L. Banham, general traffic manager, Otis Elevator Com- 
pany, and chairman of the Federal Highway Council’s committee 
on relation of highway to railroads and waterways, states that, 
in his opinion, the establishment of store-door delivery through- 
out the country means more for both the carriers and shippers 
than either realize. 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Burcan 


A further decline in the number of surplus cars was reported 
to the car service division of the American Railway Association 
for the period May 23-31, the total being 394,040, as compared 
with 422,823 in the preceding week, a decrease of more than 
28,000 cars. 

The surplus was made up of the following classes of equip- 
ment: Box, 155,040; ventilated box, 2,532; auto and furniture, 
7,494; flat, 15,853; gondola, 118,249; hopper, 46,853; all coal, 165,- 
102; coke, 9,447; S. D. stock, 21,045; D. D. stock, 1,789; refrig- 
erator, 13,520; tank, 783; miscellaneous, 1,435. 

The shortage amounted to 339 cars, composed of the follow- 
ing classes of equipment: Box, 263; flat, 4, gondola, 21, hopper, 
29; S. D. stock, 12, and refrigerator, 10. 





RAILWAY REVENUES 
The Trafic Worid Washington Burcau 


With reports from only a few roads missing, the indications 
are that the net earnings of class I roads for April will not show 
up as favorably as they did in March. For 196 roads the reports 
showed a net of $25,318,107 in April, as compared with a deficit 
of $24,157,000 in April, 1920, the computation being made by the 
Bureau of Railway Economics from reports to the Commission. 
In March the net was approximately $30,000,000 for all class I 
roads. 


RETURN OF EMPTY TANK CARS 


The United States District Court of the Southern District 
of New York has awarded J. C. Francesconi & Co. damages 
amounting to $5,500 in its case against the Baltimore & Ohio 
Railroad Company. In this case the complaining company 
shipped two cars belonging to it from Lima, Ohio, to Philadel: 
phia loaded with paraffin wax. The cars were unloaded at Phil 
delphia and delivered empty to the Baltimore & Ohio with writ: 
ten instructions to forward them back to the plaintiff at Lima. 
In violation of these instructions, the railroad shipped the empt! 
cars to Baltimore, Md., where they were put in the acid service 
of other shippers. They were not returned to the owner tor 
eight months, and when returned were so damaged by acid 
that they had to be rebuilt. The J. C. Francesconi Compaty 
claimed the cost of repairs, amounting to $2,730, and the value 
of the use of the cars while deprived of them, amounting 10 
$2,770. The case was tried by the court without a jury. 

“The plaintiff's tender of the cars and its acceptance by 
the defendant gave the latter no rights beyond the fair impo* 
of the transaction,” said the decision. “Taken merely as a Cus 
tom, the practice of retaining cars at the convenience of the 
carriers is not sufficiently proved to form a part of the bargal. 
The proper interpretation of the bailment is, that when the 
contents of the car have been delivered to the consignee, the 
car is at the shipper’s order.” 
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Current Topics 
in Washington 





Blaming It All on Section 15a.—It looks now as if those who 
have been demanding reductions in rates, regardless of what 
such reductions would do to the carriers that have been on the 
prink of a financial abyss, may decide that section 15a is re- 
sponsible for their troubles and demand that Congress slaughter 
that part of the transportation law. Those able to recall events 
of the last six years, it. is believed, will smile at the idea of 
holding that or any other part of the law responsible for the 
low estate of business and the level of freight rates. Finding 
the causes for the existing freight rates seems a simple matter. 

Congress started things in 1916, when it enacted the Adam- 
son law and passed a statute authorizing the President, in time 
of war, to seize and operate a railroad or all the railroads. The 
next step was taken when President Wilson, having taken over 
the railroads which had been bogged down by the priority order 
of army and navy officers, put William Gibbs McAdoo in charge 
with power to dispense largesse in the form of fantastic wage 
increases, the ridiculous manifestations of which have been duly 
set forth many, times. The Congress again stepped in and 
added a few more straws to the back of the camel by means 
of the federal control law. Senator Cummins and some others 
thought the compensation guaranteed to the railroads by that 
pill was almost a crime. They had no idea how easily Mr. Mc- 
Adoo could give wings to dollars in the form of national agree- 
ments, wage boards, et cetera, else they probably would have 
shed tears over the misfortune about to fall upon the railroads. 
Congress helped again, when, in the transportation act, it cre- 
ated the Railroad Labor Board, with instructions to prevent 
strikes, no matter at what cost to the people of the country, by 
giving the labor organizations enough of the money of other 
people to leave their members even without excuses for execut- 
ing hold-ups—miscalled peaceful resignations of jobs. When that 
cycle of liberality with the money, largely of American farmers 
and others not members of organizations, was begun, the annual 
wage bill of railroad employes was about $1,450,000,000. At the 
peak, in 1920, it was about $3,700,000,000. 

Section 15a may have caused some of the enormous increase 
in the wage part of operating expenses—in the same way that 
the sinking of the Lusitania in 1915, it might be be argued, 
caused the outbreak of the war in 1914. The section of the law 
that is attracting the unfavorable attention of the advocates of 
heavy rate reductions was passed in 1920. Obviously, by the 
reasoning employed by those advocating its repeal, it caused the 
big bulges in expenses in 1916, 1918 and the two following years. 
In that way of looking at it, it is almost as remarkable as that 
bit of legislation the barons compelled King John to sign, 705 
years before 15a was written. 





Petty Practices that Hurt the Railroads.—Although railroad 
traffic managers probably will not admit it, there is reason to 
believe that much of the agitation for reduction in rates results 
from what may be called pin-pricking practices by the railroads, 
which are hold-overs from the days when companies like the 
Pennsylvania, the Louisville & Nashville and the Santa Fe did 
things, to hold traffic on their lines, that have been condemned 
by the Commission every time it has had to pass on the ques- 
tion of their reasonableness. 

With President Harding backing up demands for rate reduc- 
tions, the accumulation of irritation over comparatively small 
things, and the demand because things are not going right for 
farmers and fruit growers, gives weight to the agitation against 
the railroads; that might not be the fact if steps were taken 
to eliminate small things before they become sources of infec- 
tion. The fruit and vegetable people are among the most insist- 
ent of those who demand reductions in rates. Few commission 
merchants, relatively speaking, have traffic managers that are 
anything more than rate clerks. Many of them do not even have 
rate clerks. The result is that, in more than one place in the 
country, the fruit and vegetable man bumps into a situation that 
was encountered at Pittsburgh by the traffic man who wrote 
to Representative Porter about being charged $81 for moving 
4 car of lemons from a Baltimore & Ohio track to the Pennsyl- 
vania tracks, as a condition precedent to being allowed to sell 
those lemons in the auction rooms maintained in the produce 
yards of the Pennsylvania. Things like that, it is believed, hurt 
railroads generally a thousand times more than the money does 
them good. In a legal sense, probably, the Pennsylvania has a 
"ight to restrict the use of the auction room on its property to 
those who use its rails to get their fruit and produce to Pitts- 
burgh. The Commission once had a case involving the legality 
of the practices of the Pennsylvania respecting that fruit auction 
Toom at Pittsburgh. Assuming, however, that the Pennsylvania 
“om the right to restrict the use of its room to shippers who 
ot brought in their stuff over the Pennsylvania rails, a ques- 
on might be raised as to what profit it is to the Pennsylvania 
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w and other carriers if exercise of the legal right results in com- 


plaints to congressmen who have the power to legislate unwisely 
as well as wisely. It may have been legal for the Pennsylvania 
to restrict the use of its terminals in Pittsburgh so that the man 
who shipped via the Baltimore & Ohio was akin to a pariah, but 
it has been suggested if enforcement of the policy of closed 
terminals results in legislation that would cost all the railroads 
millions and hundreds of millions, it would seem clear that there 
was no profit in it for the Pennsylvania or any other railroad. 





Wanted: A Lightweight, Portable Refrigerator.—In creating 
I. and S. No. 1344, the Commission, it is believed, desired ship- 
pers of fruits by express to give intensive application of their 
inventive faculties to devising a portable refrigerator to be car- 
ried in express cars, the tare weight of which will not be so 
grossly out of line with the weight of the contents as is the tare 
weight of the “pony refrigerators,” now in use by the American 
Railway Express Company on traffic from the Florida straw- 
berry patches to northern cities. A refrigerator of that kind 
weighs 200 pounds. The ice weighs 215 and the 80 quarts of 
strawberries packed in such a refrigerator weigh only 100 pounds. 
At present, such a refrigerator and its contents are carried at an 
estimated weight of 250 pounds. Recently the Commission au- 
thorized the express company to change its classification so that, 
where an iced shipment is made, 25 per cent will be deducted 
from the gross weight of the container and its contents as an 
allowance for the container and the ice. Under that rule, the 
strawberries shipped from Florida in the pony refrigerators would 
have to bear a freight rate on 387 pounds instead of only 250 
pounds. The Commission, it is believed, hopes that the ship- 
pers and the carriers, some time before the beginning of the 
next shipping season, which will be about January, will devise 
a pony refrigerator weighing less than 200 pounds. Suspension 
of schedules proposing to put the new classification rule into 
effect on that class of traffic will not deprive the express com- 
pany of any revenue. If, however, the schedules had been al- 
lowed to go into effect, it is believed it would have been harder 
to get them off the files than it will be to correct the situation 
by inventing a less bulky refrigerator. 





Penalty for Making Concessions.—Traffic men representing 
shippers, as a rule, comment favorably on a suggestion that has 
been made to the effect that traffic managers for carriers should 
be given the power to make rates on short notice, merely by 
notifying the Commission, by wire if desired, of an intention to 
make a given rate or rates, applicable from the day following 
or five days later, for a period of not less than ten or fifteen 
days. Traffic men of railroads complain that they cannot afford 
to make experiments with rates because, if they make a con- 
cession as an experiment, the inclination of the shippers and 
the Commission is to hold that such an experiment constituted 
a confession that the existing rate was unreasonable. There is 
no freedom of merchandising at all under the system now in 
effect. The carrier has transportation to sell, but cannot afford 
to undertake experiments in merchandising, because the routine 
of getting a tariff on and off the files of the Commission is 
cumbersome and the implication drawn from experiments is 
always against the carrier. It is never given the benefit of the 
doubt in any controversy. The so-called “panic” rates on pig 
iron from the Alabama furnaces to the Ohio River crossings, 
established during the severe business depression in 1894, are 
always cited as a fair illustration of what happens to a railroad 
when it tries to stimulate business by making low rates. The 
complaint of the carriers, in the Sloss-Sheffield pig iron case, was 
that the Commission and the shippers refused to regard the 
low rates then established as anything other than normal, al- 
though the history of the rates showed that prior to the panic 
in 1893 they were much higher. The Commission, however, 
used them as the basis for constructing a new rate fabric on 
pig iron, not only to Ohio River crossings, but to destinations 
all over the north. 





The Grain Warehousing Problem.—Secretaries Wallace and 
Hoover have called a conference of those interested in the han- 
dling of grain, for Washington on June 13, to consider how the 
problem of warehousing grain, so the grower may be able to 
obtain larger benefits from his work, may be handled. The one 
great desire is to find a way for integrating the warehousing 
system of the country so that the owner of the grain may be 
able to hold it in storage without it being eaten up by interest, 
insurance and storage charges; or, if the owner of the grain 
desires to part with it at the country elevator, the devising of 
a system whereby the proper grading of grain and the issuance 
of certificates against it may be begun at the point where the 
farmer comes into contact with the market agencies. As the 
head of the department which is supposed to care for the in- 
terests of the farmers, Mr. Wallace has a primary interest in 
the subject. Mr. Hoover, as former food administrator and now 
as head of the department that is supposed to promote com- 
merce and industry, has almost, if not quite, as great an official 
interest as his colleague. ; A. E. H. 











THE 
COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


If the movement of lake cargo coal keeps up at its present 
rate, it is believed there will be no need this summer for in- 
voking the emergency powers of the Interstate Commerce Com- 
mission, as was done last year to get coal up to the Northwest. 
The report of the Geological Survey, for the week ended June 4, 
shows that from the opening of the season of navigation on the 
lakes this year to May 29 a total of 4,816,486 tons of coal were 
dumped into vessels at Lake Erie ports, of which 4,669,352 were 
cargo fuel and 147,134 vessel fuel. 

This is almost equal to the tonnage of the season of 1919, 
when for the corresponding period the total was 4,934,040 tons. 
In the same period in the 1920 season the total was only 1,650,222 
tons. In 1918 it was 4,085,244 tons. In the week ended May 15, 
1921, the total was 774,892 tons; the week ended May 22, 947,319 
tons and the week ended May 29, 1,176,500 tons. 

“Shipments of soft coal from lower lake ports continued to 
increase during the last week in May,” the Survey said. ‘“Ac- 
cording to reports furnished by the Ore & Coal Exchange, 
1,145,765 tons of cargo coal and 30,735 tons of vessel fuel were 
dumped into vessels. The total, 1,176,500 net tons, exceeded 
by 229,181 tons that of the week preceding and was over two 
and a half times that of the corresponding week in 1920.” 

Whether the increased movement is due to the reduction 
of 28 cents a ton in lake cargo coal to Lake Superior ports and 
west bank Lake Michigan ports north of the Illinois-Wisconsin 
line cannot be told from the reports from which these figures 
were obtained, because the movement is not reported by ports— 
only totals are given. 

It is suspected that the large movement this year is due 
in part to the decrease in rates, the absence of congestion on the 
rail lines, the comparatively small demand for industrial coal 
in the region below the lower lake ports and the comparative 
abundance of vessels. Of those factors, it is believed the rate 
reduction has had only a minor influence, because the industrial 
use to which lake cargo coal at the upper lake ports can be 
put has been diminished in about the same degree as industrial 
activity has fallen off in the manufacturing areas nearer the 
sources of production. Steel mills throughout the country are 
reported to be operating at not much more than 25 per cent of 
capacity. The reports do not indicate that the blast furnaces 
and steel mills in the upper lake region are any more active 
than those in central freight association territory and the west- 
ern part of eastern trunk line. 

The total output of bituminous coal for the week ended 
May 28 was 8,053,000 net tons, estimated. In the preceding week 
it was 7,990,000 tons, and the week before that, 8,009,000 tons. 

“The average daily output for the month of May—about 
1,310,000 tons—was the lowest in any May since 1915,” the 
Survey said. 

“The following statement, furnished by the courtesy of the 
American Railway Association, shows the number of cars loaded 
daily: May 23, 26,693; May 24, 26,890; May 25, 26,343; May 
26, 25,779; May 27, 26,582; May 28, 18,989. 

“Preliminary reports indicate that Memorial Day was widely 
observed, and that but 5,766 cars were loaded on that day. The 
recovery was rapid, however, and on Tuesday, May 31, loadings 
totaled 26,452 cars. 

“The year 1921 is about 63 million tons behind the war 
years, 1917 and 1918, and 47 million tons behind 1920. It is 
even 11 million behind 1919, a year when demand was low and 
the carry-over from the preceding season the greatest on record. 

“The all-rail movement to New England decreased during 
the last week of May, when 2,898 cars of bituminous coal were 
forwarded through the Hudson gateways. Compared with the 
week preceding, this was a decrease of 190 cars, and it was but 
65 per cent of the total forwarded in the corresponding week 
last year. 

“Exports of bituminous coal from Hampton Roads decreased 
during the week ended May 28. Reports from the three ex- 
changes show that the total dumped for foreign account was 
356,514 net tons, consisting of 267,225 tons of cargo coal, and 
89,289 tons for bunkers. Although this was a decrease from the 
preceding week of 45,520 tons, dumpings were well above the 
weekly average during September, 1920, when exports were at 
a high rate.” 


COAL ASSOCIATION RESOLUTIONS 


The Traffic World Washington Bureau 


The American Wholesale Coal Association, at its annual con- 
vention in Washington, June 8, adopted resolutions setting forth 
the view that when the determination of questions between com- 
mon carriers and shippers are committed to a body such as the 
Interstate Commerce Commission, the rights of the shipper are 
not thereby infringed, and that when power is given a board 
or commission, the process by which appeal may be taken from 
its decisions should be clearly set up in the statute. 

Translated into ordinary language that means, if anything, 
that Congress should provide a method whereby appeal could 
be taken from the Interstate Commerce Commission to a court. 
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At present a shipper cannot be said to have such aright. A car. 
rier can go to the court either on statutory grounds of ultra 
vires or on the constitutional ground that a rate prescribed is 
confiscatory. 

To give adequate expression to its idea on that subject, the 
association voted that it is imperative that it create a depart- 
ment to devote itself exclusively to traffic and transportation 
matters. 

The association adopted resolutions, which, in effect, condemn 
the policy of the Commission with regard to reconsignment and 
demurrage intended to penalize those who reconsign cars. Its 
resolutions on traffic and transportation are as follows: 


First—Since the common carriers are by law and common usage 
held to be open to all who want to use them, upon payment of the 
lawful charges, it follows that the right of access to the common car- 
riers cannot be conditioned upon the naming of the ultimate con- 
signee or even of the ultimate destination at the time the shipment is 
originated. 

Second—The shipper who ships on a reconsigning order has all 
of the right inherent in him at the point of origin of his goods, 
including the right to ship his merchandise to any market which he 
might have designated at the time the shipment originated. This 
right is not and cannot be infringed by the fact that the consignee or 
destination have been changed by a previous reconsigning order. 

Third—Any and all rules and regulations to the contrary notwith- 
standing, any charges assessed for the service of reconsigning a car 
must, if lawful, bear a proper relation to the cost of that service 
which is peculiar to reconsigning. 

Fourth—Reconsigning a car involves a new and additional move- 
ment for which the carrier is to be paid. Detention of a car withholds 
it from service and destroys its earning power. The two services are 
wholly dissimilar in character and effect. Therefore, any charge 
assessed to cover the service of reconsigning is improper if it assumes 
to cover or to average the detention of a car for reconsigning pur- 
poses. Such a charge is peculiarly improper if assessed against all 
ears reconsigned whether detained or not. That is to say, all trans- 
portation charges must be responsive to the service performed. And, 
one shipper cannot be made to pay his share of the expense of de- 
taining another shipper’s car. Therefore, reconsigning and demurrage 
charges should be distinct even when applied to reconsigned cars. 

Fifth—Reconsigning charges which are designed to be punitive 
or regulatory are, to the extent that they are either one or the other, 
contrary to the clear wording of the law and are therefore essentially 
vicious. They are condemned. 

Sixth—Any regulation of the transportation companies or of com- 
merce itself which attempts to prescribe uniform rules and practices 
for all parts of the nation regardless of the widely different conditions 
in commerce and among the carriers in different sections is essentially 
unwise. It is deemed a better policy to strive to match the regulation 
with the condition as found. 

Seventh—Any scheme of regulation of the carriers which does not 
take into full account the steady growth of the commerce of the 
country and a need to match that growth of commerce by a com- 
parable growth of transportation facilities, is essentially unwise. 
And, any effort to increase the transportation facilities available to 
the shippers while depriving the creators of those facilities of the 
gsenerous reward which always has accrued to those who build in an- 
ticipation of a need, is unwise. It should be discontinued. That 
we may have a constantly growing transportation system to meet 
the constantly growing needs of the country, the effort to control, 
from one central point, the expansion of the transportation systems 
should be abandoned as impractical. 

EKighth—If in its wisdom the government deems it wise to make 
justice cheap; if, to that end, the more-or-less tedious process of the 
courts are avoided by the creation of commissions; and if by the 
creation of commissions large and initial powers are vested in such 
commissions, it must follow that by such a change of governmental 
posture the established rights of those whose business is thus regu- 
lated are not thereby infringed. One right inherent in American 
citizenship and held sacred under our jurisprudence, is that of appeal. 
Therefore, when any power is lodged in any board or commission, 
the process by which appeal may be taken from its decision should be 
clearly set up in the staute. 


PLASTER, SOUTHARD, OKLA., TO N. Y. 


A compromise was reached early in the hearing on I. and S. 
1332, rail-and-water rates on plaster from Southard, Okla., to 
New York and Brooklyn, N. Y, which was held before Examiner 
John T. Money in Chicago, June 4. The tariff under suspension, 
Sup. No. 8 to Frisco’s I. C. C. 7511, proposed to cancel the 
through rate of 42 cents on plaster between the points men- 
tioned, via Galveston and the Morgan and Mallory lines, and 
to substitute therefor a combination of 9014 cents, consisting 
of 31 cents to Galveston and 59% cents beyond. 

W. S. Merchant, general agent for the Frisco at Chicago, 
presented a telegram from R. A. Nash, assistant general freight 
agent for that line, in which the carrier agreed to withdraw 
the cancellation of the rate to New York provided the protest 
ants, the United States Gypsum Company, would agree to with- 
draw their objection to the cancellation of the Brooklyn rate. 
The plea was made that the lighterage charge on the Brooklyn 
shipments was too high to allow the retention of the 42-cent 
rate to that point. 

W. D. Lindsey, traffic manager for the protesting company, 
agreed to the proposition as submitted by Mr. Nash. This would 
be satisfactory to him, he said, since most of the traffic from 
their plant at Southard, which moved by rail-and-water, was 
destined for New York. 


PERMISSION FOR EXTENSION ASKED 


The Gulf Ports Terminal Railway Company has applied to 
the Commission for a certificate of public convenience and ne 
cessity authorizing it to extend its railroad from Mobile, Ala., 
to Pensacola, Fla. Adequate rail transportation facilities fol 
local traffic between the termini requires completion of the 
extension, the applicant states. 
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Decisions of Interstate Commerce Commission 


RAIL AND WATER RATES TO TEXAS 


Adjustment of rail and water rates from Atlantic seaboard 
and from interior seaboard territory to Texas ports and interior 
Texas points may be made by the Morgan and Mallory Steamship 
lines on basis of a 41 cent class differential scale instead of the 35 
cent differential scale proposed by them and suspended by the 
Commission in I. and S. 1280. In a report on that order, written by 
Commissioner Meyer, opinion 6891, 61 I. C. C., 740-50, the Com- 
mission said that some readjustment of both class and com- 
modity rates appeared, from the record in that proceeding, to be 
proper. It said that the establishment of class rates from New 
York to Houston, based upon the 12 cent interior Texas scale 
of differentials, higher than the rates to Galveston, was not 
objectionable. 

“With this adjustment,” said the report of the Commission, 
“we might approve the application of differentials from interior 
seaboard territory higher than the rates from New York to both 
Houston and Galveston, on the basis of the 41 cent scale now 
applicable in connection with the rates to Houston. 

“Commodity rates would also appear to be proper from in- 
terior seaboard territory to Galveston based on the class dif- 
ferentials lower than existing rates to Houston and the group, 
and from New York and interior seaboard territory to Houston, 
made on a class scale of differentials higher than properly con- 
structed rates to Galveston. 


“Equalization, by New York and Galveston of rates via Phila- 
delphia and Houston where such rates are less than any com- 
bination is not improper provided the resulting rates are not 
so low as to be unremunerative. 

“While certain changes proposed may be proper, we are of 
the opinion and find that the comprehensive readjustment which 
the respondents propose is neither necessary nor on this record 
justified. An order will be entered requiring the cancellation of 
the suspended schedules, without prejudice to the right of re- 
spondents to make the readjustments indicated in the report to 
be proper.” 

In this way the Commission has disposed of, for the time 
being, the threat of a rate war between the Morgan and Mallory 
Lines and their railroad connections on the one hand, and steam- 
ship lines not having direct railroad management connections 
on the other. 

A peculiar fact in regard to the situation is that the At- 
lantic, Gulf & West Indies Steamship Co. is the controller, by 
stock ownership, of the Mallory Line, which joined with the 
Morgan Line in proposing the disapproved adjustment, and also 
the Southern Steamship Line which opposed the adjustment in 
terms that seemed as vigorous as could have been employed. 
The Atlantic, Gulf & West Indies Co. also owns or controls the 
Clyde Line and the Ward and other Atlantic Steamship lines. 
According to the report of the Commission it is the largest 
steamship company engaged in coastwise traffic in the United 
States. 


According to the declarations made by representatives of the 
Southern Steamship Co. and representatives of the commercial 
bodies of Philadelphia and Houston, the Southern Pacific, as the 
owner of the Morgan Line, by means of the suspended schedules 
was trying to do that which the Commission in Southern Pacific 
Co. Ownership of Atlantic Steamship Lines, 58 I. C. C., 67, had 
forbidden it to do—namely, operate either regular or irregular 
steamship service between Philadelphia and Houston. That ap- 
plication, denied on June 4, 1920, was opposed by the Southern 
Steamship Co., then as now operatiing between Philadelphia and 
Houston, on the ground that operation by the Southern Pacific 
of a service between Philadelphia and Houston would violate 
section 5 of the interstate commerce law, which authorizes the 
Commission to forbid railroad-owned or controlled steamship 
lines to operate if such operation will exclude, prevent or reduce 
competition on the route by water. The Southern Steamship 
Co. said that the extension of service by the Morgan Line so as 
to include Philadelphia and Houston would drive it off the route 
between those two cities. 


In answer to that the Morgan and Mallory lines in this case 
contended that the Commission’s decision in the Southern Pacific 
Ownership case, could not be construed as a limitation of the 
territory from which the steamship line of the Southern Pacific, 
Operating between other ports, might draw traffic. They con- 
tended that the competition in issue in this case was not over 
the route via water mentioned in the fifth section, but over a 
different route, over which the Southern Pacific had already been 
authorized to operate. 

The Commission did not make a holding on the issue so 
tendered, but confined itself as before set forth, to a holding that 
the readjustment proposed by the respondents was neither neces- 
Sary nor justified on this record. 

Acceptance, by the Morgan and Mallory lines, of the sug- 





gestions made in this report will mean a reduction in the class 
differential scale from 49 to 41 cents first class. The 12 cent 
Galveston-Houston differential scale, under the report of the 
Commission, will have to be continued. The Mallory and Morgan 
lines said, in justification of their proposed readjustment, that 
it was their intention to observe the long established 12 cent 
differential scale on both class and commodity rates, and that 
where there had been departures from that scale in connection 
with class rates named in the suspended schedules, those de- 
partures had been due to the necessity of holding as maxima the 
present rate from New York and interior seaboard, as those rates 
continued to apply via other lines. 

The modified 12 cent differential scale was not opposed ex- 
cept by Galveston interests, which contended that the same scale 
should be used as now applies on traffic from Galveston and 
Houston to interior Texas points. The Commission agreed with 
the Galveston interests, so that in applying the 12 cent differen- 
tial scale the Mallory and Morgan lines, if and when they file 
modified schedules, will have to meet the objections set forth by 
the Galveston interests and approved by the Commission. 

In connection with that 12 cent differential scale, the Com- 
mission said that if the rates from New York and interior sea- 
board to Houston and group were made higher than rates to 
Galveston on the 12 cent scale now applicable on interior Texas 
traffic, no reason could be seen why a uniform scale of differen- 
tials should not be made applicable, seaboard over New York, on 
traffic to both Houston and Galveston. 


Some reductions in commodity rates were carried in the 
suspended schedules, which had not been made under the pro- 
posed general basis of readjustment but in the usual course of 
business. Among such rates were those made to equal the com- 
bination via the route of movement; additions to commodity 
descriptions already in effect, and to make rates on the added 
commodities the same as the rates to other points on the usual 
basis; and to make rates via the Morgan Line the same as already 
in effect via the Mallory Line. No particular protest was made 
against those changes, and the Commission said they should be 
allowed to go into effect. 

On certain commodities rates to Galveston from interior sea- 
board are now made on combinations of local rates to and from 
New York, which, in many instances, result in rates to Galveston 
higher than the through rates contemporaneously in effect to 
Houston over the same route, the traffic moving through Galves- 
ton. The Commission said that such rates, which are proposed 
from the interior seaboard to Galveston made differentially higher 
than rates to Houston via Galveston, appear to be properly 
aligned with the rates to Houston and remove the fourth section 
departures. The Houston interests withdrew their protest as to 
those items. Therefore they ge into effect. 

Objections to any reduction were made by the Gulf, Colorado 
& Santa Fe; Beaumont, Sour Lake & Western; Orange & North- 
western; St. Louis, Brownsville & Mexico; International & Great 
Northern; Missouri, Kansas & Texas, both parent and Texas 
subsidiary, and the Trinity & Brazos Valley. They said that a 
reduction in the rates from New York and points in seaboard 
territory to Galveston, Houston and interior Texas points would 
lead to reductions in rates via all-rail routes from C. F. A. terri- 
tory, and that while the reductions proposed were confined 
largely to points near the Texas ports and rates to points in 
northern Texas were not directly affected, such points are in- 
termediate to Galveston and Houston on traffic from C. F. A. 
territory, and that a reduction in the rates to these points would 
require a corresponding reduction in rates to northern Texas. 
They further urged, that the proposed rates would have the ef- 
fect of reducing the combinations to many interior Texas points. 
They said they had not joined in the reductions proposed, but 
that a reduction in through rates in which they did join would 
be necessary in order to avoid departures from the aggregate 
of the intermediates clause of the fourth section. They added 
that the Southern Pacific lines which reached many of the prin- 
cipal points in Texas joined in the proposed through rates to 
interior Texas destinations, and that competition would force 
reductions in rates to competitive points. They feared a rate 
war between the steamship lines and more serious reductions 
than had been proposed by the Mallory and Morgan lines. 


EXPORT RATES ON EVAPORATED MILK 


Arrangements between a shipper and carrier, whereby the 
latter seeks to bind itself to refund part of freight money to the 
basis of a rate to be established after the agreement is made, 
apparently did not influence the Commission in disposing of No. 
11403, Nestle’s Food Co., Inc. vs. Mobile & Ohio et al., opinion 
No. 6881, 61 I. C. C., 695-7, which it has dismissed. It held that 
rates on evaporated milk from points in Wisconsin and Indiana 
to New Orleans and Mobile, for export, during January, Febru- 
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ary and March, 1917, were not unreasonable, unjustly discrimina- 
tory nor unduly prejudicial. 

During the war the complainant contracted with agents of 
the British government to supply a large quantity of evaporated 
milk for delivery F. O. B. vessels in this country, the alloca- 
tion of vessels and designation of ports to be made by the 
British Ministry of Shipping. At the time the contracts were 
made, it was the practice of the complainant to use the Atlantic 
ports. In January, 1917, the British Ministry of Shipping began 
allocating ships to Mobile and New Orleans for the traffic in 
evaporated milk. 

Certain southern carriers advised the British authorities 
and the complainant that the rates through New Orleans and 
Mobile would be reduced to meet the rates then applying to 
the north Atlantic ports, and that application would be made 
later to the Commission for authority to refund to the basis 
of the lower rates. Effective March 20, 1917, Baltimore rates 
were made applicable to New Orleans and Mobile. Before the 
rates were reduced, 60 carloads of evaporated milk had moved. 
On two shipments from Reedsburg, Wis., to Mobile, domestic 
rates were imposed. The Commission said that such overcharges 
should be refunded to the export basis. After stating the fact 
that there was an agreement between some of the railroads and 
the complainant to refund down to the basis of the subsequently 
established rates, the Commission made no further reference to 
the agreement, but made the holding and entered the order 
hereinbefore mentioned. 

The reductions were large. Rates of 43 cents from Delavan, 
Wis., and Sheridan, Ind., were reduced to 32.5 cents; and rates 
of 54 cents from Reedsburg and Middleton, Wis., were reduced 
to 36.5 cents. 


COAL, KENTUCKY TO JACKSON, MICH. 


The Commission has dismissed No. 11690, Dewey Fuel Co. 
vs. Cincinnati Northern, Director-General, et al. opinion No. 6882, 
61 I. C. C., 697-9, holding that the rate on coal from mines in 
Kentucky on the Louisville & Nashville, group 1, to Jackson, 
Mich., applicable Jate in 1918 and early in 1919, were not un- 
reasonable nor unjustly discriminatory. It further held that the 
complainant had not shown itself to have been damaged by any 
undue prejudice that may have existed. 

The complaint grew out of the readjustment made in rates 
prior and incident to the imposition of rates decreed in General 
Order 28. The railroads against which the complaints were 
made did not comply with the orders of the Commission in 46 
I. C. C. 66, until just before the operative date of General Order 


28. The complainant contended that the readjustment made just. 


prior to the operative date of General Order 28 was in violation 
of the Commission’s decision in Bituminous Coal to C. F. A.,, 
hereinbefore mentioned as being reported in 46 I. C. C., 66. The 
Commission called attention to the fact that on May 27, 1918, 
it had entered a general order which provided “that all out- 
standing orders of this Commission heretofore entered and un- 
expired, which prescribe a fixed differential, arbitray or other 
difference as between points and localities, be, and they are here- 
by, modified so as to permit the carriers’ defendant in said 
cases to make effective * * * freight rates-on June 25, 1918, 
not in excess of those specified in said General Order 28.” That 
permission operated as a bar to the contention that the rates 
were not in accordance with the prior order of the Commission. 


RATES ON SOAPS AND POWDERS 


In a report on No. 9297, Procter & Gamble Distributing Co. 
et al. vs. Alabama Central et al., opinion No. 6883, 61 I. C. C., 
700-8, the Commission held that the rates on soaps, washing, 
cleansing and soap powders and scouring compounds from Cin- 
cinnati, St. Bernard and Ivorydale, O., Port Ivory, N. Y., Wee- 
hawken and Jersey City, N. J., St. Louis, the two Kansas Cities, 
Louisville and Chicago to destinations in the Southeast are not 
unreasonable or otherwise unlawful. 

The Commission held, however, that the rates to junction 
points in northern Florida, from the points of origin mentioned, 
are unreasonable. That finding is another combination of the 
method used by the carriers in making rates to Florida destina- 
tions. The specific finding is that the rates on soaps, washing, 
cleansing and soap powders and scouring compounds, of declared 
or agreed value not in excess of 20 cents per pound, from the points 
of origin mentioned to Tallahassee, Monticello, Live Oak, Jasper, 
Lake City, Greenville, Madison, Quincy, Perry and Capitola, Fla., 
are and for the future will be unreasonable, because and to the 
extent that they exceed or may exceed, distance considered, the 
rates contemporaneously maintained from the same points to 
Quitman, Thomasville or Valdosta, Ga. The further finding is 
that the water and rail rates from Port Ivory, Weehawken and 
Jersey City on these commodities of the value specified are and 
for the future will be unreasonable to the extent that they ex- 
ceed or may exceed to Lake City, Live Oak and Jasper, Fla., 
the rutes contemporaneously maintained to Valdosta, Ga.; to 
Madison, Greenville and Perry, Fla., those contemporaneously 
maintained to Quitman; to Monticello and Capitola those main- 
tained to Thomasville; and to Tallahassee, Quincy and River 
Junction those maintained to Bainbridge, Ga, 
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The complainants, in support of their attack upon the rates 
to the Florida points mentioned, cited carload rates from Louis. 
ville to 10 of these Flerida junctions, which for an average dis. 
tance of 740 miles averaged 42.5 cents; the average rate for the 
average distance of 711 miles to Quitman, Thomasville and 
Valdosta is 36 cents. The Commission said that the Florida rates 
violated the principle that as distance increased the earnings 
per ton mile should decrease. In further elaboration of the rate 
situation in Florida, the Commission said that to 11 junction 
points in Florida the average rate was 36.8 cents, while the aver- 
age rate to representative junction points in southern Georgia 
was 32 cents. 

This case grew out of the readjustment of rates on soaps 
on January 1, 1916. The adjustment was made by the railroads in 
compliance with the Commission’s order in fourth section viola- 
tions in the Southeast, 30 I. C. C. 153 and 32 I. C. C., 61. The 
railroads canceled their any quantity rates substituting therefor 
carload and less than carload commodity rates. In their com- 
plaint the soap manufacturers and distributors raised the ques- 
tion as to whether there should be carload and less carload rat- 
ings. The complainants admitted that if the Commission thought 
there ought to be a carload and a less carload rate, and no any- 
quantity rate, the difference established by the railroads was 
fair and reasonable. The Commission’s decision amounts to a 
conclusion that there should be carload and less carload rates 
and that the adjustment made was reasonable except to the 
Florida destinations. 


BLACKSTRAP TO NORFOLK, VA. 


The Commission has dismissed No. 11474, Norfolk Feed 
Milling Co., Inc., vs. Pennsylvania Railroad, Director-General et 
al., opinion No. 6890, 61 I. C. C. 738-739, holding that the rates 
on final or blackstrap molasses in tank cars from New York and 
Philadelphia to Norfolk, Va., were and are not unjust, unreason- 
able or unduly prejudicial. The complainant assailed a com- 
modity rate of 22 cents from New York and 21 cents from Phila- 
delphia, and suggested as reasonable a rate of from 13 to 15 cents 
from Philadelphia, with the rate from New York one cent higher. 
Commissioner Hall, who wrote the report, said the complainant 
compared the rates assailed with lower rates, distance con- 
sidered, from South Atlantic and Gulf ports to various points, 
and rates of 15 cents from Norfolk to Wilmington and 20.5 
cents from New York and Philadelphia to Buffalo; also with 
lower rates on other commodities such as canned goods, cement, 
fertilizer, grain and grain products, cottonseed oil, plaster and 
sugar from New York and Philadelphia to Norfolk. 

Commissioner Hall said that the rates from the southern 
ports are highly competitive as between those ports and that 
similarity of transportation conditions had not been shown. He 
called attention to the fact that the cost of service from New 
York is greater than from the other ports. The railroads said 
that the 6th class rate to Buffalo, on which blackstrap moves, 
is depressed because controlled by the New York-Chicago scale, 
which in turn is influenced by competition from New Orleans. 

The reasonableness of the class rate, Mr. Hall said, was not 
challenged. Reference, he said, had been made to an unnamed 
competitor at Buffalo, but there was no showing of competition 
or damage, the Commissioner said, hence the order of dismissal. 


COTTON, LOUISVILLE TO ATLANTA 


In the opinion of the Commission, expressed in a report on 
No. 11344, Speir & McKay vs. Louisville & Nashville, Director- 
General, et al., and parts of fourth section applications Nos. 458, 
1548 and 1952, opinion No. 6889, 61 I. C. C., 736-7, a combina- 
tion rate of $1.141%4 on carloads of cotton linters from Louisville 
to Atlanta, imposed: in June and July, 1919, was not unreason- 
able or unduly prejudicial. The movement was sporadic. There 
was no evidence of any movemént from Louisville to Atlanta 
either before or after these shipments in 1919. The rate on cot- 
ton linters from Louisville to Atlanta is and was the same as 
on cotton, although at the time catton was worth 35 cents per 
pound and linters worth from 4 to 8 cents. The Commission, 
especially in Louisiana Cotton 46 I. C. C., 451, approved rates 
on linters as high as those on cotton. F 

In fourth section order No. 7968, the Commission denied 
fourth section relief as to cotton linters from Louisville, effec- 
tive September 1. 


NEWSPRINT RATE RELATIONSHIPS 


A new relationship of groups of origin on rates on newsprint 
paper, to be effective on or before September 9, has been estab- 
lished by orders in No. 11028, Lake Superior Paper Co., Ltd., et al. 
vs. Ahnapee & Western, Director-General, et al., opinion No. 6884, 
61 I. C. C., 709-18. In a report written by Commissioner East 
man, the Commission held that the existing relationship from 
Sault Ste. Marie and Fort Francis, Ont., and manufacturing 
points in Wisconsin and Minnesota to destinations in the West 
and Southwest were unduly prejudicial from the several groups 
and shipping points, excluding Groos and Manistique, to the ex 
tent that the rates for the transportation within the United States 
from Sault Ste, Marie exceed or may exceed those contempe 
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raneously in effect, using the Fox River group rates as basis, 
those contemporaneously in effect from the producing points or 
groups named, by more than the following amounts in cents per 
hundred pounds: . ‘ 

To Dubuque and Davenport and points taking the same or 
related rates: 6.5 cents over the Fox River and northern Wiscon- 
sin groups; 3 cents over the Minnesota group; 2 cents over In- 
ternational Falls and Fort Frances. 

To Des Moines and points taking the same or related rates: 
6.5 cents over the Fox River, northern Wisconsin, and Minnesota 
groups; 3 cents over Internationa] Falls and Fort Frances. 

To Peoria, St. Louis, and points beyond reached via St. Louis, 
including Shreveport, La., and points taking the same or related 
rates: 5 cents over the Fox River group; 4 cents over the north- 
ern Wisconsin group; 3 cents over the Minnesota group; not to 
exceed the rates from International Falls and Fort Frances. 

To Memphis and New Orleans: 5 cents over the Fox River 
group; 4 cents over the northern Wisconsin group; not to exceed 
the rates from-the Minnesota group and from International Falls 
and Fort Frances. 

To Missouri River points, Kansas City, St. Joseph, and 
Omaha, and points beyond, reached via those gateways and points 
taking the same or related rates; 5 cents over the Fox River, 
northern Wisconsin, and Minnesota groups; 3 cents over Interna- 
tional Falls and Fort Frances. 

The gravamen of the complaint, as stated by Commissioner 
Eastman, was that the rates from the Soo compared with the 
rates from the basic Fox River group as a rule, reflected the 
added haul in greater degrees than did the rates from other origin 
points, although the transportation conditions did not differ ma- 
terially. 

Commissioner Eastman said that, under normal conditions, 
competition between the manufacturers of newsprint paper is 
keen. He said it is the practice of newspaper publishers to con- 
tract with the manufacturers for their annual supply of paper, 
and as the paper is sold F. O. B. mill, a difference of a few cents 
between the rates from different producing points is a matter 
of importance to the manufacturers in securing the contract. He 
said there was little difference between the mills in quality of 
product. At the time the hearings were held, he said, the com- 
petition between the manufacturers was less than normal, as 
the demand for newsprint paper exceeded the supply, but that 
that condition was regarded as temporary. 

The Commission said no necessity was shown for a readjust- 
ment of the rates to the Chicago group, to St. Paul and other 
points in Minnesota, or to South Dakota and Wisconsin points. 


RATES ON TARS AND PITCHES 


In the name of and for the sake of uniformity, the Commis- 
sion, in a report on No. 10996, H. F. Watson Company et al. vs. 
Alton & Southern et al., opinion No. 6885, 61 I. C. C., 719-726, 
has ordered the carriers to establish, on or before August 27, rates 
on roofing and paving tars and pitches and fuel pitch, in official 
classification territory other than New England, at 80 per cent 
of sixth class. Locally in New England the basis is to be sixth 
class. Between trunk line and New England the sixth class 
basis is to prevail where the greater part of the haul is east of 
the Hudson. Rates more than 80 per cent of sixth class, ex- 
cept in New England, and rates in New England greater than 
sixth class, have been condemned as unreasonable. Reparation 
has been denied, without explanation as to why the shippers are 
to have none of their money returned to them. 

The case was brought in behalf of practically all shippers of 
the tars and pitches in question on the theory that 60 per cent 
of sixth class could be shown to be reasonable. In one of the 
exhibits it was shown that the Barrett Company, one of the com- 
Plainants, on more than 4,000 cars shipped between June and 
November, 1918, paid an average rate of slightly less than 13 
cents for an average distance of 175 miles. On shipments with 
an average haul of 196.8 miles the average rate was 13.1 cents, 
on which the average earnings were 13.5 mills per ton mile, 
and 61.97 cents per car-mile on an average loading of 45.85 tons 
per car. The complainants thought that sixty per cent of sixth 
class, yielding 39 cents per car-mile for the average haul, would 
be an exceedingly remunerative basis. The average weighted 
haul was about 156 miles. The rate for which the complainants 
asked on that haul would have yielded 10.77 mills per ton-mile 
and 49.38 mills per car-mile. 

_The finding that 80 per cent of sixth will be a reasonable 
basis will result in an increase in the rates between Chicago 
end New York, in territory where the heaviest movement now 
takes place. There will be some decreases in New England and 
In trunk line territory. Sixty per cent of sixth would have re- 
sulted in decreases in central freight association territory, which, 
until the Disque scale was put into operation, was a low spot in 
freight rates. 

Among the facts urged upon the attention of the Commission 
a a reason for reducing the rates was that they were generally 

igher than rates on tars and pitches in every other classification 
territory. The carriers answered that the low rates in those terri- 
tories on lime and other low grade commodities were established 
to encourage agriculture and industries. To that the complainants 
Tetorted that the tar and pitch industries need encouragement 
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just as much as other industries. They added that if rates were not 
reduced some of the complainants will have to go out of busi- 
ness because the materials with which tar and pitch compete 
have more favorable rates. One of the complainants, it was testi- 
fied, had already made efforts to get rid of that part of its equip- 
ment used in the manufacture of tar and pitch for road-building 
purposes, 

A rate of 27.5 cents from Chicago to New York was attacked 
in particular as of a stifling character. It is about 7314 per cent 
of the sixth class. The complainants showed that the car-mile 
on pitch and tar is greater than the average car-mile on all 
traffic because they load heavily. 

Commissioner Daniels, who wrote the report, remarked that 
there was a marked lack of uniformity in the rates on the 
products in question and admitted that there was difficulty in 
arriving at a uniform scale which would be reasonable, especially 
as the rates in effect appeared to have been constructed without 
regard to their relationship to sixth class, the rating placed upon 
tar and pitch by the makers of the classification. Some of it 
moves at rates as low as 7314 per cent and some on rates higher 
than sixth. He said an analysis of the exhibits seemed to indi- 
cate that rates 80 per cent of sixth class would reduce the 
revenues of the carriers a little, but that such a move would 
at the same time establish a desirable uniformity. 

In defending the rates the carriers insisted that they were . 
too low and that they should be made at least 90 per cent of 
sixth. 


COAL TAR, TENN. TO SOLVAY, N. Y. 


In a report written by Commissioner Eastman, on No. 11279, 
Chattanooga Coke & Gas Co. vs. Dayton, Toledo & Chicago, 
Director-General, et al., and fourth section applications Nos. 
542, 1548 and 3965 of the Alabama Great Southern, Southern and 
C. N. O. & T. P., opinion No. 6887, 61 I. C. C., 729-32, the Com- 
mission held that rates on coal tar oil in tank cars from Chat- 
tanooga, Tenn., to Solvay, N. Y., were unreasonable, and in 
some instances otherwise unlawful. It awarded reparation. 
In fourth section order No. 7966, based on the applications here- 
inbefore mentioned, the Commission denied relief as of Septem- 
ber 1 on coal tar from Birmingham and Chattanooga to Solvay. 

The complaint covered 33 carloads shipped between May 8, 
1918, and January 24, 1919. Four of the shipments moved over 
the Southern and its connections through Hagerstown, Md., 
1,012 miles, and the remainder over either the C. N. O. & T. P. 
or the Southern and the Louisville & Nashville to Cincinati and 
various of the other defendants, 927 miles via the short line. 
Charges were collected at the applicable joint sixth class rate’ 
of 49 cents prior to June 25, 1918, and 61 cents thereafter. Con- 
temporaneously there were commodity rates of 29 and 36.5 cents 
prior to June 25 on like traffic from Birmingham and group 
points to Solvay. Chattanooga is intermediate. On January 30, 
1919, a commodity rate of 44 cents from Chattanooga was estab- 
lished; the Birmingham rate was increased to the same figure 
and maintained via all lines under federal control. At a later 
time it was made operative over lines not under federal control. 

The Commission found that the rates were unreasonable to 
the extent that they exceeded 44 cents per 100 pounds and that 
the rates via Cincinnati were unlawful and unreasonable because 
and to the extent that they exceeded the aggregate of the in- 
termediates. 


RATES ON NITRATE OF SODA 


The Commission has made a finding of unreasonableness 
and an award of reparation on rates covering nitrate of soda 
from New York and Baltimore to Sandusky, O., and from Balti- 
more to Ivorydale, O., in a report on No. 11368, Jarecki Chemical 
Co. vs. Baltimore & Ohio, Director-General, et al., opinion No. 
6880, 61 I. C. C. 692-4. It held the rates on and after June 25, 
1918, to be unreasonable because and to the extent that they 
exceeded 25.5 cents from New York; 22.5 cents from Baltimore 
to Sandusky, and 25.5 from Baltimore to Ivorydale. Reparation 
is to be made to that basis. 


MINIMUM CHARGES ON L. C. L. SHIPMENTS 


A holding of non-justification has been made in I. and S. 
No. 1322, minimum charge on less-carload shipments, opinion 
No. 6886, 61 I. C. C. 727-8. The Commission, speaking through. 
Commissioner Daniels, said that the proposed schedules stating 
new individual and joint minimum rates and charges for l. c. 1. 
shipments, between eastern and iuterior eastern points on the 
one hand and destinations in Carolina, Southeastern and south- 
eastern Mississippi Valley territories on the other, and new 
individual and joint regulations and practices affecting such 
rates and charges, were without justification. The effect of the 
proposed changes would have been to apply the first class rate 
for 100 pounds as a minimum charge on 1. c. 1. shipments except, 
that for the transportation of cotton piece goods, the charge 
would be the commodity rate for 200 pounds. The changes 


would have resulted in an increase on the vast majority of 
l. c. 1. shipments. 
justify the changes. 


No attempt was made by any rail carrier to 
The Clyde Steamship Company presented 
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a witness whose testimony consisted principally of information 
regarding the unsatisfactory divisions received by the steamship 
company from the present joint through rate. 


STATUS OF INDUSTRIAL ROADS 


The Trafic World Washington Bureau 


In a report on the status of industrial railroads the Commis- 
sion held, June 10, that the Wyandotte Terminal, owned by the 
Michigan Alkali Company, is not a eommon carrier. It there- 
fore may not demand or receive divisions but may receive allow- 
ance for services it performs in switching cars in the Detroit 
district. The Commission held that the Wyandotte Southern, 
owned by the Pennsylvania Salt Company, is a common carrier 
but must have its divisions supervised. It also lies in Detroit 


‘switching district. 


MINOR COMMISSION ORDERS 


The Traffic World Washington Bureau 


The Commission has reopened Nos. 9294, Portland Traffic 
& Transportation Association vs. Southern Pacific and Director- 
General, 9434, same vs. same, and 9472, the Medford Commer: 
cial Club vs. same. 

The complaint in No. 12561, Indiahoma Refining Co. vs. 
Director-General, Ahnapee & Western et al., has been amended 
by making the Clinton & Oklahoma Western Railroad and 
others additional parties defendant. 

The Chamber of Commerce of East St. Louis, IIl., has been 
permitted to intervene in No. 12711, Perry County Coal Corpo- 
ration vs. East St. Louis & Suburban Railway Co. et al. 

The Southeastern Express Company has ben permitted to 
intervene in No. 12747, Merchants & Manufacturers Association 
of Baltimore vs. American Railway Express Co. 

The complaint in No. 12757, Texas Livestock Shippers’ Pro- 
tective League et al. vs. Director-General, St. L. S. W. of T., 
has been amended by making the G. C. & S. F. Ry. Co., the M. K. 
& T. Ry. of T., and C. E. Schaff, receiver, and St. L. S. F. Ry. 
of T. additional parties defendant. Jess Carter et al. and C. E. 
Barnes et al. have been permitted to intervene in this proceeding. 

The American Cotton Oil Company, Gulf and Valley Cotton 
Oil Company, the Procter & Gamble Company, the Southern 
Cotton Oil Company and Southport Mill, Ltd., have been per- 
mitted to intervene in No. 11495, Magnolia Provision Company 
et al. vs. Abilene & Southern Railway et al. 


VALUE OF C. T. H. & S. E. 


The Trafic World Washington Bureau 


In valuation docket No. 41, the Commission has stated the 
final value of the property of the Chicago, Terre Haute & South- 
eastern used for common carrier purposes at $20,502,223. All 
except $2,223 is property owned by the corporation. The small 
sum is the value of the property used by it in common carrier 
service but not owned by it. 

In obedience to the part of the valuation statute, construed 
by the supreme court in the Kansas City Southern case, the Com- 
mission has estimated the “original and present cost of condem- 
nation and damages, or of purchase of lands in excess of such 
original cost or present value” to be, in Illinois, $358,358 and in 
Indiana, $695,199, a total of $1,053,557. 

The sum of $580,924, on account of working capital and ma- 
terials and supplies, is included in the sum representing the 
final value. In reaching the final value the Commission included 
the excess cost of carrier land, appreciation, depreciation, going 
concern value, and working capital, materials and supplies, and 
as the report said, “other matters which appear to have a bear- 
ing upon the values here reported.” 


RATES FROM HEAD LAKE PORTS 

The Commission has amended its order in No. 6194, Holmes 
& Hallowell vs. Great Northern, and No. 7895, Traffic Bureau 
of the Commercial Club of Aberdeen, S. D., vs. Great Northern 
et al., so as to require the establishment of the rates therein 
ordered, to apply from Duluth and all other ports at the head 
of the lakes from which Duluth rates applied on the date of 
the order, namely, March 8. As drawn, the order directed the 
establishment of Duluth rates from all head of the lake ports 
regardless of whether they had or had not theretofore taken 
Duluth rates. The modification of the order specifically limits 
the scope of the order to Duluth and the ports which on that 
date had Duluth rates. 


CHANGES IN DOCKET 

Hearing in I. and S. 1329, stone from Bowling Green, Ky., 
to eastern and southern points, assigned for June 6, at Bowling 
Green, Ky., before Examiner Witters, was canceled. 

Argument in No. 11659, Marion & Eastern Railroad Company 
vs. C. & E. I. et al., assigned for June 9 at Washington, was 
postponed to a date to be hereafter fixed. 

Argument in 11850, Superior & Southeastern Railway Co. 
vs. Director-General, C. St. P. M. & O., et al., assigned for June 
9 at Washington, was cancelled. 
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U. S. SUPREME COURT DECISIONS 





WIRE COMPANIES NOT LIABLE 


The Trafic World Washington Bureay 


Wire companies which were under federal control cannot 
be held liable for payment of damages resulting from negligent 
delay in delivery of messages during the period of federal con- 
trol, the U. S. Supreme Court held, June 6, in reversing the 
Supreme Court of North Carolina, in No. 293, Western Union 
vs. S. B. Poston. The state court affirmed the judgment of the 
trial court against the Western Union, for delay in delivery of 
an intrastate message, in November, 1918. It was urged on 
behalf of the claimant, that telegraph companies should be held 
liable, because otherwise those using the systems would be 
without remedy for losses suffered during federal control. The 
U. S. Supreme Court said, whether or not that was true, it had 
no occasion to consider it in this case, but that if Congress had 
omitted to provide adequately for the protection of the rights 
of the public, Congress alone could provide the remedy. 


INTRASTATE RATE CASES 


The Trafic World Washington Bureau 


Litigation involving the Commission’s authority to regulate 
intrastate rates under the transportation act went over until the 
Fall term of the U. S. Supreme Court. Adjournment until Octo- 
ber 3 was taken, June 6, without a decision being rendered in 
the Wisconsin intrastate rate case, which was argued some time 
ago. A number of intrastate cases are pending in the court, and 
since the Wisconsin case was not decided, it is regarded as 
probable that the court may dispose of the issue in one main 
decision in the fall. Texas was permitted to file its complaint 
against the Commission and the Railroad Labor Board. 


PAY FOR CARRIAGE OF MAIL 


The court of claims was affirmed by the United States Su- 
preme Court, June 6, in No. 52, Missouri, Kansas & Texas vs. 
United States, on a holding against the carrier which sought 
to recover a judgment of $9,429.92, as additional pay for carriage 
of the mails between July 1, 1912, and July 1, 1914. Discon- 
tinuance of a fast mail train between Parsons, Kan., and Texas 
points caused the Post Office Department to divert mail to other 
lines and make a deduction from the amount due the M. K. & T. 
The court held in effect that the discontinuance of the fast 
mail train was a violation of its contract with the Department 
and that it could not expect to get the same amount of pay 
that it would have received if the service had been maintained 
as stipulated in the contract. 


ASSIGNING OF CLAIMS UNDER MERGER 


In No. 62, Seaboard Air Line vs. United States, the United 
States Supreme Court, June 6, reversed the court of claims for 
holding against the railroad company in an action in which the 
company sought to recover balances due for transportation 
services originally payable to the Florida Central and Peninsular 
Railroad Company, which was merged with the Seaboard. The 
court of claims held against the company under a federal sta- 
tute providing that claims against the United States can not 
be assigned. The Supreme Court said it could not believe that 
Congress intended to discourage, hinder or obstruct the orderly 
mergers or consolidations of corporations that various states 
might authorize in the public interest and that therefore the 
statute did not apply to the Seaboard’s claim. 


SUIT FOR COMPENSATION DISMISSED 


The Ulster & Delaware, through A. G. Hagerty, its attorney, 
has dismissed the case brought by it in the court of claims, for 
just compensation and other claims under the federal control 
law. The dismissal, announced by the court of claims on June 6, 
was made on motion of the railroad company, because it has 
settled with the government. Compensation and final settle 
ment, made as a result of negotiations between the railroad and 
the Railroad Administration, was for $390,000. 

Dismissal of that case from the docket of the court of 
claims leaves that tribunal without any case involving the claims 
of a railroad for compensation or other kind of money due under 
the federal control law. It is believed, however, that the court 
will be called upon to settle many claims. At present railroads 
are in great need of money and they are settling claims for sums 
that, possibly, under other conditions they would not think 
themselves warranted in accepting. 


BILL TO REMOVE PULLMAN SURCHARGE 
Another bill striking at the imposition of the surcharge of 
50 per cent on travel in Pullman cars has been introduced 
the House (H.R.6745) by Representative Jacoway. 
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INDIANAPOLIS GRAIN CASE 


In a tentative report on No. 11704, Indianapolis Board of 
Trade vs. Baltimore & Ohio et al., Examiner Harris Fleming 
recommended a holding that the tariff provisions as to grain 
originating at a large number of points on the Lake Erie & 
Western in Indiana accorded milling or other transit services 
at Indianapolis and reshipped as such, or as manufactured prod- 
ucts to the western termini of trunk lines, to trunk line terri- 
tory, Virginia cities and related points, are not unreasonable or 
unjustly discriminatory, but that the relative adjustment at 
Indianapolis and Noblesville, Ind., results in undue prejudice to 
Indianapolis and undue preference of Noblesville. 

The examiner said that in so far as transit is maintained 
at Noblesville, a like service should be maintained at Indianap- 
olis and that the through rates in connection with such service 
should be no higher when the traffic is routed by way of Indi- 
anapolis than when routed by way of Noblesville; and that to 
the extent that the tariff provisions under attack did not provide 
such an adjustment they were unduly prejudicial to Indianap- 
olis and unduly preferential of Noblesville. 

This complaint was filed by the Board of Trade in the in- 
terest of the Grain Exchange of Indianapolis. The Lake Erie 
& Western assumed the burden of the defense. The defend- 
ant’s tariffs at no time have authorized transit at Indianapolis 
on grain from Indiana stations, but transit has been allowed for 
a number of years on similar traffic from Illinois stations, except 
Peoria and East Peoria, restricted to routing out of Indianapolis 
over designated routes. Noblesville, on the other hand, has 
been accorded transit without such broad restriction. 

The carriers in that part of Indiana are in strong competi- 
tion with each other and each system has been trying to hold 
as much traffic to the system lines as possible. The system 
lines, however, do not extend far to the west, hence the re- 
strictions to the western termini of trunk lines have not been 
as many or as drastic as to the east and southeast. The com- 
plainant contended that Chicago and Peoria were unduly pre- 
ferred in the adjustments, but Examiner Fleming said that little 
testimony was offered with respect to that situation. He said 
that the testimony that was given did not show that grain was 
being diverted from the Indianapolis market by that adjustment. 
The testimony showed that shortly prior to federal control the 
Lake Erie & Western had agreed to more liberal transit ar- 
rangements and that, subject to the approval of the Commission, 
it is now willing to eliminate the out-of-line or back-haul charge 
on traffic to the eastern territory and to eliminate the -plussed 
rate basis and accord transit in connection with traffic from 
Indiana stations to Virginia cities, competition and the placing 
of Indianapolis on the same basis as Noblesville being referred 
to as influencing its position in this respect. 


RATES ON GASOLINE AND OILS 


In a proposed report on No. 11986, Standard Oil Co. (Ky.) 
vs. Illinois Central, Director-General, et al., Examiner Myron 
Witters has recommended a holding of unreasonableness as to 
rates on gasoline and other refined oils from North Baton Rouge, 
La., to Guin and Carbon Hill, Ala. He recommended that the 
Commission authorize the carriers to waive undercharges amount- 
ing to $8,278 on 79 tank cars of gasoline and other oils moving 
between February 1, 1917, and May 8, 1920, and to make repara- 
tion for about $500 in cases where the unreasonable rates were 
paid. The allegation. was that the rates collected on the 
petroleum products were unreasonable because they exceeded 
commodity rates contemporaneously in effect via other routes. 

All the shipments were routed by the complainant except 
during federal control, when it was asserted routing was fixed by 
the Railroad Administration. The routing inserted in the bills 
of lading was either Y. & M. V.,-I. C. C.-St. Louis-San Francisco, 
or Y. & M. V.-Memphis-St. ‘Louis-San Francisco, and the actual 
movement appeared to have been via those routes. The oil moved 
to Guin and Carbon Hill, where the Standard Oil Co. of Louisiana 
had established a bulk storage station. During the period of 
movement commodity rates of 40, 50 and 44.5 cents were in effect 
from Baton Rouge and North Baton Rouge to Carbon Hill and 
Guin, the rates reflecting increases under authority of General 
Order No, 28 and Freight Rate Authority No. 96. 

There was a restricted application in connection with these 
tates to the effect that they did not apply via the Y. & M. V. and 
the Illinois Central. The Standard Oil Co. was aware of this 
restriction, but its witness testified that it did not interpret such 
restriction as applicable. The examiner said that there could be 
NO question of interpretation because it seemed clear and 
unequivocal. The routes over which the commodity rates were 
applicable were via the Louisiana Railway & Navigation Co. to 
New Orleans and its connections beyond over more circuitous 
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routes. Prior to October 29, 1918, the restriction appeared to 
have applied only to Guin but not to Carbon Hill, but on that 
day it was made applicable to both points. 

The through class rates over the routes of movement were 
56, 70 and 60.5 cents. Effective October 10, 1920, after the matter 
had been called to the attention of the carriers, this routing re- 
striction was removed. For all the defendants, including the 
Director-General, the examiner said in his report, it was testified 
that it was intended that the commodity rates from and to these 
points should apply via the Y. & M. V. and Illinois Central and 
that the routing restriction was made applicable to these rates 
through error and oversight on the part of the agent publish- 
ing the tariff. In support of their contention of error, it was 
pointed out that commodity rates of 36, 45 and 40.5 applied from 
Baton Rouge and North Baton Rouge to Amory, Miss., a point 
on the Frisco 37.2 miles west of Guin. It carried the same rout- 
ing restrictions, but commodity rates of 40, 50 and 44.5 also ap- 
plied to Amory via the Y. & M. V. and Illinois Central. The ex- 
aminer said the lowest combination from North Baton Rouge 
to Guin and Carbon Hill, based on Memphis, was 40 cents prior 
to June 25, 1918, composed of a local commodity rate of 14 cents 
to Memphis and 26 cents to destination. The examiner said it 
was, therefore, apparent that the through class rates via the 
routes of movement were in excess of the aggregate of inter- 
mediate rates. On that ground he thinks the Commission should 
hold with the Standard that the restriction was not applicable 
and the undercharges should be waived. 


ACID SEDIMENT IN TANK CARS 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell in a report 
on No. 11740, Tennessee Copper Co. vs. Alabama & Vicksburg, 
Director-General, et al., in which the complainant alleged that 
the making of a charge in the period from June 1, 1918, to Feb- 
ruary 20, 1919, for the return transportation in tank cars of acid 
sediment of no commercial value, to Copperhill, Tenn., was un- 
reasonable. The examiner thinks the Commission should agree 
with the contention of the complainant and direct the return of 
all the money paid for the return transportation of the sediment 
in hundreds of tank carloads of sulphuric acid shipped during 
the time in question. In making that recommendation he fol- 
lowed the Commission’s decision in New Jersey Zinc Co. vs. 
Director-General, 61 I. C. C. 432. 

In that case the Commission prescribed a rule saying that 
“If tank cars are not completely unloaded at destination, and 
the remainder of the lading is returned in the same car to the 
original shipping point, the weight thereof must be declared by 
the receiver and the rating applicable on the same article in 
less-than-carload quantities in bulk in barrels shall apply, the 
charge not to exceed the charge for a carload of the same freight 
in tank cars in carload; except that if no commercial considera- 
tion is given to the remaining substance, by means of a credit 
allowance or otherwise, or the substance is removed from the 
car and discharged as waste before a subsequent shipment is 
made therein, the weight thereof need not be declared, and no 
charge shall be made therefor.” 

The examiner stressed the point that for 13 years prior to 
the imposition of this charge, the carriers had made no charge 
on the return movements of sediment. On June 1, 1918, Cros- 
land’s I. C. C. No. 22, effective September 8, 1917, provided that 
the 1. c. 1 rates on shipments in barrels should be applied at 
actual weight subject to rule 18. Under this provision, the rates 
on the returned sediment, commonly called sludge acid, were 
much higher than the rates on outbound shipments of commer- 
cially valuable acid. Howell expressed the belief that the car- 
riers in establishing rates on sulphuric acid regarded the return 
movement of at least a reasonable amount of sediment as a 
necessary part of the service of transporting the commercially 
valuable commodity. That impression, he said, was confirmed 
by the fact that on February 20, 1919, a rule substantially similar 
to that prescribed by the Commission in the New Jersey Zinc 
Company case was inserted in the tariffs. 

During the war the imposition of this charge on sediment 
bore heavily on the complainant because the government used 
every method it could devise to increase the production of 
sulphuric acid, one of the essentials in the production of ex- 
plosives. It prevented the cleaning of cars as often as had been 
the custom prior to the war. Howell said that weight must be 
given in disposing of the question to the facts that the complain- 
ant paid some measure of penalty in the outbound sulphuric acid 
rates on accumulations of valueless sediment and that the cost 
to the carriers of hauling what, on the average, was a slight in- 
crease in the weight of empty tank cars was small. He said the 
case was plainly distinguishable from one in which a shipper 
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was unable to unload frozen acid because, after thawing, frozen 
acid has commercial value. He said there was no dispute as to 
whether sludge acid had or had not a commercial value, in the 
period in question. It was agreed that it had none. The sedi- 
ment cannot be removed by any known process prior to the 
shipment of sulphuric acid and, instead of being a thing of value, 
it is a burden because “a neutralizing agent must be used to de- 
stroy the noxious properties of the acid remaining in the sedi- 
ment as well as paying for the removal thereof from the tank 
cars. Removal costs about $7 per car. 


BARYTES, IVORYDALE, O., TO ARGO, ILL. 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 12109, Ault & Wiborg Co. vs. P. C. C. & St. L., Director-Gen- 
eral, et al., on a holding that the rate of 16% cents on barytes 
from Ivorydale, O., to Argo, Ill., between April 1, 1919, and Febru- 
ary 20, 1920, was not unreasonable nor otherwise unlawful. The 
whole question in this case was as to the handling of fractions 
created by the fact that the rate on barytes in official classifica- 
tion territory was 90 per cent of 6th class. That rate prior to 
June 25 between Ivorydale and Argo was 14.5 cents, and 90 per 
cent was 13 cents. The 25 per cent increase, Gaddess said, was 
applied to the 13-cent rate and resulted in a rate of 16.25 cents. 
Under the rule for disposition of fractions that became 16.5 cents, 
the rate applied. 

With the restoration of relationship of classes, however, as 
authorized by freight rate authority No. 12183, and the relation- 
ship of multiples and percentages of class rates under freight rate 
authority No. 21669, the sixth class rate from Ivorydale to Argo 
became 18 cents and 90 per cent of that rate was 16.2 cents. 
Under the rule for disposition of fractions, however, the rate be- 
came 16 cents. 

Gaddess based his recommendation of dismissal upon the 
fact that the Commission repeatedly has held that the voluntary 
reduction of a rate is not sufficient grounds upon which to base 
a finding that a former rate, in this case 16.5 cents, was un- 
reasonable. 


LOGS AND LUMBER VIA ALEXANDRIA 


An award of reparation has been recommended by Examiner 
Chas. R. Seal, in a report on No. 12107, Ferd Brenner Lumber 
Co., Inc. vs. A. T. & S.-F., Director-General, et al., on shipments 
of lumber and logs via the Texas & Pacific to Alexandria, La., 
in May, June and August, 1918. 

A tariff of the Texas & Pacific provided that when lumber, 
manufactured from logs transported thereunder, was shipped out 
of the transit point and certain requirements of the tariff were 
complied with, the rates to apply on the lumber would be those 
in effect when the shipments of logs originated. The complainant 
in this case made shipments of logs via the T. & P. to Alexandria, 
there manufactured them into lumber, and shipped the product 
to transcontinental points. The Brenner people complied with the 
requirements of the transit rule. Subsequent to the movement 
of the logs, but prior to the shipment of the lumber, the lumber 
rates from Alexandria to destinations in California, Washington, 
Oregon and British Columbia were increased. The transconti- 
nental tariffs publishing the lumber rates contained no refer- 
ence to the T. & P. tariff and did not authorize the application 
of other than the current lumber rates which were assessed upon 
the shipments in question. 

Examiner Seal thinks the Commission should hold that the 
rates charged were legally applicable but that the unrestricted 
basis of rates offered to the public in the T. & P. tariff must 
be protected, and that that carrier must make good to the ship- 
pers by means of reparation down to the basis of its tariff hold- 
ing. The fact that the transcontinental carriers were not parties 
to the T. & P. tariff, Seal thinks, should not absolve the T. & P. 
from responsibility for its offering. He said that the rates 
charged by the transcontinental carriers were legal, but that the 
lower basis of rates offered in T. & P. I. C. C. 2014 must be 
protected. 


RATES ON PETROLEUM 


A finding of unreasonableness and an order of reparation 
have been recommended by Examiner Henry C. Keene, in a 
report on No. 12060, National Refining Co. vs. Lake Erie & 
Western, Director-General, et al., as to rates on petroleum and 
its products from Findlay, O., to Indianapolis, Ind. The com- 
plaint involved 107 carloads of petroleum and its products mov- 
ing from Findlay to Indianapolis between April 22, 1918, and 
May 7, 1919, inclusive. Reparation only was asked. 

Keene recommended a holding that the rates applied were 
unreasonable to the extent that they exceeded 90 per cent of 
the contemporaneously applicable fifth class rate from Findlay 
to Indianapolis, in the period between April 22 and August 9, 
1918, and 18 cents subsequent to August 10, 1918. On June 25, 
1918, the commodity rate of 14.5 cents, Findlay to Indianapolis, 
was increased by 25 per cent under General Order 28, becoming 
18.5 cents. On August 10, 1918, this rate was further increased 
to 19 cents, by applying the uniform advance of 4% cents to 
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the rate in effect prior to June 25. On June 28, 1919, after the 
movement of the shipments, the rate was reduced to 18 cents, 

In discussing the case, Examiner Keene said that prior to 
August 10, 1918, petroleum and its products were rated 90 per 
cent of fifth class in Official Classification territory. When the 
uniform increase of 44% cents was applied this relationsihp was 
was slightly disturbed. The fifth class rate from Findlay to 
Indianapolis was 15 cents prior to June 25, and 19 cents there. 
after. Ninety per cent of these rates, the examiner said, would 
have been 13.5 cents and 17 cents, the basis to which complain- 
ant sought reparation, except that a rate of 18 cents or 13.5 
cents, plus the uniform increase of 4.5 cents, was in effect on 
and after August 10, 1918. The complainant contended that 
there was an error in tariff publication, but the carriers denied 
that. They said that the rate of 14.5 cents was not published 
in error. The examiner said that the fifth class rate, however, 
was 15 cents, and that the proper rate on petroleum would have 
been 90 per cent of that rate, or 13.5 cents. He said that no 
persuasive reason appeared for not using 15 cents as the basis 
of rates between Findlay and Indianapolis. He said that if this 
had been done and the general relationship observed, the rates 
claimed by the shipper would have been applicable on these 
shipments. His recommendation is that they be required to 
make reparation down to the basis of a fifth class rate of 15 
cents and a petroleum rate of 90 per cent of fifth class. 


COTTONSEED, CAROLINA TO GEORGIA 


A finding of unreasonableness, an award of reparation and 
an order for rates for the future have been recommended by Ex- 
aminer F. C. Hillyer, in a tentative report on No. 11944, Empire 
Cotton Oil Co. vs. Maxton, Alma & Southbound Railroad of Alma, 
N. C., Director-General, et al., as to rates on cottonseed from 
points in North and South Carolina to Cordele, Ga. The allega- 
tion was that class D rates were, are and for the future will 
be unreasonable. It asked reparation on cars shipped in the last 
three months of 1919, 44 in number. They moved for distances 
ranging from 256 to 457 miles. 

All shipments moved over routes carrying rates higher than 
the combinations that could have applied over other routes. 
Some of the routes were specified by the shipper but disregarded 
by the carrier and some were unrouted. Each of the shipments, 
however, could have been moved on lower combinations. 

The long hauls to which the seed was subjected were made 
necessary to enable the complainant, one of the 186 cottonseed 
crushing mills in Georgia, to obtain a supply such as could not 
have been obtained nearer home because of the ravages of the 
cotton boll weevil. The complainant said the mills would have 
to close if the rates from the Carolinas were not made more 
reasonable for the future, hence the prayer for future rates. 
The carriers said the class D rating had been in southern classi- 
fication for twenty-five years and that grain moves freely under 
that rating. They said the distances from the Carolinas are 
so great the Cordele mill could hardly hope to compete for raw 
material with mills in the Carolinas. They said, however, they 
were going to revise their joint rates so they will not hereafter 
violate the intermediate rates clause of the fourth section. 

Hillyer recommended a distance scale for use in the future, 
stated in dollars per ton, beginning with $4 for distances greater 
than 276 miles but not more than 300; $4.50 for 301 to 350 miles; 
$4.70 from 351 to 40C miles; $4.90 from 401 to 500 miles and 
$5.10 from 501 to 600 miles, for multiple line hauls and 30 cents 
per ton less for single-line hauls, plus the increases allowed in 
Ex Parte 74, with reparation down to the basis of the rates found 
reasonable prior to Ex Parte 74. 


APPLICATION OF ROUTING RULE 


In a report on No. 12087, Western Maryland Railway Com- 
pany vs. Pennsylvania Railroad Company, Examiner C. I. Kep- 
hart has recommended a holding that the special routing rule, 
published in the tariff of the Western Maryland and concurred 
in by the Pennsylvania, applied over the Pennsylvania line from 
Fulton Junction, Md., to Sparrow’s Point, Md., although the 
Pennsylvania was not named as a delivering carrier at the 
destination. 

Fluxing limestone from Bittinger, Pa., to the steel plant of 
the Bethlehem Steel Company at Sparrow’s Point was diverted 
by the Western Maryland, in October, 1920, because it could not 
handle all the traffic offered it by means of its barge line from 
Port Covington across the Patapsco River to final destination. 
At first the Pennsylvania declined the diverted traffic, unless it 
received, as its division, from Fulton Junction, the point of di 
version, its local sixth class rate of $2.35 per ton, which was 
more than the Western Maryland was receiving. The rate on 
which it was moving the limestone was $1.12. Service order 
No. 1 was called to the Pennsylvania’s attention and then it 
accepted and sought to divide the $1.12 rate so as to give to itself 
82 cents per ton. The Western Maryland contended that it was 
entitled to only 51 cents, “in accordance with past practice.” 

Kephart said that it was not questioned but that the $1.12 
rate, under service order No. 1, requiring carriers to forward 
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tion, would have been applicable via Fulton Junction and the 
Pennsylvania. The Western Maryland, however, did not desire to 
rest its case on that order. It claimed the right to route the traf- 
fic in that way and divide the rate reasonably in compliance with 
a provision in the tariff, providing special routing in case of 
carrier disability or carrier error, carried in Western Maryland 
I Cc. C. 6496, reading as follows: 

“Routing specified herein is that ordinarily and customarily 
to be used. If, from any cause arising from the exigencies or 
errors of carriers, property is sent via other junction points or 
routes, but over the lines of carriers parties to this taiff, the 
through rates herein will apply.” 

The Pennsylvania is shown as concurring, although it is not 
named as a delivering carrier at Sparrow’s Point. Neither the 
Western Maryland nor the Pennsylvania is a delivering carrier. 
Each employs a carrier subsidiary of the steel company in mak- 
ing deliveries and they allow it 10 cents a ton for its services. 

In fighting the case, the Pennsylvania contended that the 
claim of the Western Maryland, if allowed, would amount to 
inserting in the tariff a destination not shown and the estab 
lishment of a rate thereto. It also contended that the bill of 
lading would not cover a shipment of that kind. The examiner 
said the Commission should find the emergency routing regula- 
tion applicable to the lines of the parties to it, between the 
points of origin and destination indicated in the bill of lading, 
regardless of whether the destination is named in the tariff as 
a delivery point or not, so long as the publishing line reaches 
the destination point direct or through its connections. He added 
that the tariff, being an emergency routing tariff, its application 
under conditions such as prevailed in the fall of 1920 would not 
tend to disrupt a rate structure normally in effect on any alter- 
nate carrier. 

In the recommended finding, Kephart said the Commission 
should limit itself to the period after the filing of the complaint, 
namely, December 20, 1920. He said the reasonable division 
would be 60 cents to the Pennsylvania, plus its proportion of the 
remainder of the rate on a 40-mile block divisional basis, accord- 
ing to the respective distances the commodity was hauled by 
the interested carriers. Out of that division the 10-cent allow- 
ance should be made to the industrial terminal line, he said. 


COAL TO NEBRASKA AND IOWA 


Examiner Bronson Jewell has recommended the dismissal 
of No. 11675, Nye Schneider Fowler Co. vs. Chicago & North- 
western, Director-General, et al., on a holding that rates on coal 
from mines in Colorado, Wyoming, Kansas and Arkansas to 
Fremont and Omaha, Neb., Council Bluffs and Sioux City, Ia., 
had not been found unreasonable. The shipments involved 
moved between July and December, 1918. 

In July, 1918, after coal had begun moving from the western 
mines toward the Missouri River, a joint rate of $5.62 was estab- 
lished. The complainant asked for reparation down to the basis 
of that subsequently established rate. A combination of $5.90 
from McGregor, Wyo., to Ute, Ia., was treated as‘ typical by the 
examiner. The complaint was leveled at double increases. The 
examiner thinks the Commission should not condemn rates made 
by increasing each factor without some evidence of unreason- 
ableness. In this case, he said, the showing was merely that 
the combination rates on coal were made in the usual way, by 
the combination of locals. He said this case was easily dis- 
tinguishable from Gosline & Co., 57 I. C. C. 739, because in the 
part of the country where that case originated the usual way 
to make rates on coal was to publish joint rates, or locals, which, 
when combined, would give a total equal but not greater than 
the joint rates. 


RATES ON PEANUTS AND COTTON-PICKING BAGS 


An order of dismissal has been recommended by Examiner 
Charles R. Seal as to No. 12122, Traffic Bureau of Nashville vs. 
Louisville & Nashville et al., on a holding that the Southern 
Classification Committee’s rating of second class on less-than- 
carload shipments of salted peanuts, in fiber or metal cans or 
cartons, in barrels or boxes; in metal cans, in crates and in 
Pails; and the any-quantity rating of fourth class on cotton-pick- 
Ing bags had not been shown to be unreasonable or unduly 
prejudicial. 

The complaint was brought by the traffic bureau on behalf 
of two of its members, the Fletcher & Wilson Coffee Co. and the 
Werthan Bag Co., engaged, respectively, in the coffee roasting 
and peanut recleaning and salting business, and in the manufac- 
ture of burlap and cotton bags. 


DEMURRAGE ON FROZEN SAND 


An order of dismissal has been proposed by Attorney-Ex- 
aminer M. A. Pattison, in a report on No. 12168, Hamilton 
Foundry and Machine Co. vs. Director-General. In this case 
demurrage was imposed on 26 carloads of sand, which were 
frozen when delivered to the complainant at Hamilton, O., be- 
tween November 27, 1919, and January 3, 1920. 

Nearly all the cars in question were constructively placed 
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because the complainant’s track was blocked while it was trying 
to unload other cars of frozen sand. The Railroad Administra- 
tion defended this case on the ground that no written notice 
had been served on the agent. The agent testified that he 
learned in the latter part of December, 1919, that the complainant 
was having trouble unloading cars on account of the condition 
of the lading, but that the cars he saw, five or six in number, 
were only vaguely defined in the record; so the examiner did 
not try to apply to them the rule laid down in Virginia Iron, 
Coal & Coke Co. vs. Director-General, 61 I. C. C. 200, in which 
verbal notice to the terminal yardmaster was held to be a suffi- 
cient compliance with the weather rule of the uniform demurrage 
code. 


SULPHUR, NEW YORK TO NEWARK, N. J. 


In a report on No. 12000, E. I. du Pont de Nemours & Co. 
vs. Pennsylvania and Director-General, Examiner F. E. Earley has 
recommended a holding that the rate on crude sulphur, carloads, 
from alongside vessels discharging in New York harbor, to New- 
ark, N. J., in the period from November 29, 1918, to May 29, 1920, 
was unreasonable to the extent that it exceeded 80 per cent of 
the sixth class rate then in effect; that the present rate of sixth 
class is and for the future will be unreasonable because and to 
the extent that it exceeds or may exceed 80 per cent of the sixth 
class rate, with a minimum of 40,000 pounds. The examiner also 
said that reparation should be made to the complainant. 


RATES ON SMITHING COAL 


Examiner Howard Hosmer has recommended the dismissal 
of No. 12039, Romann & Busch Pike Iron & Coke Co. vs. Missouri 
Pacific, Director-General et al., on a holding that rates on smith- 
ing coal from mines in Pennsylvania and West Virginia, sacked 
at St. Louis and reshipped to destinations in western classifica- 
tion territory since June 24, 1918, have not been, and are not, 
unreasonable or otherwise unlawful. The complainant desired 
the restoration of an adjustment that would permit the sacking 
of smithing coal at St. Louis on the basis of the general adjust- 
ment prior to June 25. Some of the carriers, after the filing of 
the complaint, established transit arrangements, but the exam- 
iner said the record was not clear as to the extent to which the 
complaint had been satisfied. The examiner said the complain- 
ant had offered no testimony as to the unreasonableness of the 
rates, but depended almost wholly on its contention that it had 
established the business in reliance upon the promise of the 
carriers to maintain the same rates on sacked coal as on through 
shipments of bulk coal. 


COAL, TO AURORA, IND. 


Examiner Harris Fleming, in a report on No. 11713, Opp 
Coal Co. vs. Director-General, has recommended a finding of un- 
reasonableness and an award of reparation down to the basis 
of $1.30 per net ton as to rates on coal shipped during federal 
control from various points in or contiguous to the Linton and 
Princeton districts to Aurora, Ind. Prior to the zoning restric- 
tions of the Fuel Administration, Aurora obtained its coal from 
barges loaded down the Ohio River from the West Virginia 
mines. When the zoning restrictions were set up it had to buy 
from mines in Indiana and pay combinations of the locals, which 
examiner thinks were too high because and to the extent they 
exceeded $1.30. 


BUILDING TILE TO CHARLESTON, S. C. 


Examiner John A. McQuillan has recommended the dismissal 
of No. 11936, Coral Ridge Clay Products Co. vs. Director-General, 
holding that rates on clay hollow building tile from Coral Ridge, 
Ky., to Charleston, S. C., moving between May and November, 
1918, were not unreasonable. 


RATES ON SWEET POTATOES 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 12078, Charles C. Oyler & Son vs. Louisville & Nashville, 
on a holding that the charges assessed on sweet potatoes from 
McKenzie and Paris, Tenn., and on peaches, in carloads, from 
Woodmont and Johnson Siding, Md., to Cincinnati, alleged to 
have been based on excessive rates, were not unreasonable. He 
recommended a denial of the prayer for the establishment of 
estimated weights on these commodities. 


HORSES AND MULES, TEX. TO NATCHEZ 


Examiner F. C. Hillyer, in a report on No. 11960, F. A. 
Cocke Live Stock Co. et al. vs. Beaumont, Sour Lake & Western, 
Director-General, et al., has recommended a holding that the 
rates on horses and mules from Texas points to Natchez, Miss., 
were unreasonable and unduly prejudicial, because and to the 
extent that the rates assailed, for distances of 750 miles or 
less, exceeded the rates for like distances contemporaneously 
applicable under the distance scale prescribed from Texas points 
to Shreveport in 48 I. C. C. 312, and that for distances greater 
than 750 miles, they were unreasonable and unduly prejudicial 
because and to the extent that they exceeded the rates pre- 
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scribed in that case from the same points to Shreveport, by 
more than six cents per 100 pounds, with an allowance to the 
carriers of 20 constructive miles for the river transfer in de- 
termining the distance. to Natchez. The shipments were made 
between January 1, 1917, and December 31, 1919. Examiner 
Hillyer said that no order for the future was necessary. 


WEIGHT ON FIR PILING 


A finding of unreasonableness and an order of reparation 
have been recommended by Attorney-Examiner William A. 
Disque, in a report on No. 12097, Geo. F. Ambrose vs. Director- 
General, as to charges on fir piling, in triple carloads, from 
Kulshan to Bellingham, Wash., during federal control, due to 
the application of an excessive minimum weight. Disque rec- 
ommended a holding that the charges on that kind of piling in 
double carloads were not unreasonable. 


COAL, HARVEYTON, KY., TO RED BANK, O. 


Attorney-Examiner M. A. Pattison, in a tentative report on 
No. 12153, Charles Boldt Paper Mills Co. vs. Director-General, 
has recommended a holding of unreasonableness and an award 
of reparation as to rates on coal from Harveyton, Ky., to Red 
Bank, O., shipments having moved in January and February, 
1918. Red Bank is within the switching district of Cincinnati, 
and the contention was that the combination was unreasonable 
because it exceeded the combination to North Bend, O., another 
point in the switching district. Pattison thinks there should 
be reparation to the basis of a rate of $1.40 per ton. 


RATES ON SULPHURIC ACID 


An award of reparation has been recommended by Exam- 
iner C. I. Kephart in a report on No. 12116, American Agricul- 
tural Chemical Co. vs. Director-General, on account of unreason- 
able sixth class rates of 20 and 28 cents on sulphuric acid, in 
tank cars, from Charlotte, N. C., to Greensboro, N. C., and Co- 
lumbia, S. C., shipped between December 4 and 31, 1918. The 
class rates yielded car-mile earnings of $2.02 and $2.57. Kep- 
hart recommended a holding that the rates collected were un- 
reasonable to the extent that they exceeded $2.10 to Greensboro 
and $2.20 per ton to Columbia, and that reparation amounting 
to $5,005 should be made. The rates of $2.10 and $2.20 per ton 
were established subsequent to the movement. 


SAND AND GRAVEL AT INDIANAPOLIS 


Another condemnation of rates on sand and gravel, in effect 
during federal control, has been recommended by Examiner 
Harris Fleming in report on No. 11819, Citizens Gas Co. of 
Indianapolis vs. Director-General. In the period between June 
25, 1918, and January 21, 1920, the Panhandle moved 135 cars 
of sand and gravel for the complainant, all within the switch- 
ing limits of Indianapolis, on rates running from 15 cents to 
35 cents per ton. He recommended a finding of unreasonable- 
ness because and to the extent the charges exceeded 20 cents 
per ton, with a minimum of $2.50 per car. 


RATE ON PALM-KERNEL MEAL 


A finding of unreasonableness and an award of reparation 
on palm-kernel meal, from Peoria to Owensboro, Ky., have been 
recommended by Examiner M. G. de Quevedo, in a report on No. 
12077, American Milling Co. vs. Director-General, Peoria & 
Pekin Union et al. The case involved 43 carloads moving in 
the first three months of 1919. Sixth class of 22 cents was 
imposed. The examiner said the Commission should hold the 
rate unreasonable because and to the extent that it exceeded 
the commodity rate on cottonseed meal of 13 cents, contempo- 
raneously in effect. 


RATE ON COKE, ST. PAUL TO ST. LOUIS 


Examiner E. L. Gaddess has recommended the dismissal of 
No. 12141, Mississippi Valley Iron Co. vs. C. B. & Q. et al., on 
a holding that the rate on coke, from St. Paul to St. Louis, of 
$4.80, which is higher than the rate subsequently established, 
was not unreasonable at the time of the movement, in October, 
1918. 


RATES ON CYPRESS PILING 

Examiner Eugene L. Gaddess, in a report on No. 12129, Ne- 
braska Bridge, Supply & Lumber Co. vs. Director-General, has 
recommended a holding that a combination rate of 20 cents 
on three carloads of cypress piling shipped in January, February 
and March, 1918, from Hargrove Switch and Cardwell, Mo., to 
Morrilton, Ark., was unreasonable because it exceeded 16 cents, 
to which basis he recommended reparation. 


RATES ON SAND AND GRAVEL 
In a tentative report on No. 11939, Hugger Bros. Gravel 
Co. vs. Mobile & Ohio et al., Examiner F. C. Hillyer recom- 
mended a holding that rates on sand and gravel from Pruitts, 
Ala., to points in Florida and Georgia and to Meridian, Miss., 
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were not unreasonable, nor otherwise unlawful, but that to cer. 
tain other points in Florida and Georgia they were unduly 
prejudicial. Specifically, he recommended a holding that the 
rates from Pruitts to Atlanta, Grantville, Hogansville, La Grange 
Marietta, Moreland, Newnan and Tifton, Ga., and Lake City. 
Live Oak, Quincy and Tallahassee, Fla., are and for the future 
will be unduly prejudicial because and to the extent that they 
may exceed by more than 13 cents per net ton the rates con- 
temporaneously in effect from Cooks, Ala., to the same points. 


RATES ON GLYCERINE . 


A holding of unreasonableness and an order of reparation 
have been recomomended by Examiner E. L. Gaddess, in a report 
on No. 11934, Aetna Explosives Co., Inc., vs. C. & E. I., Director. 
General, et al. His recommendation is that rates, ranging from 
30 to 43 cents, on seven carloads of glycerine, other than chem- 
ically pure or bleached, shipped from Kansas City to Fayville, 
Ill., between June, 1919, and August, 1920, were unreasonable 
because and to the extent they exceeded 22 cents. 


CLASSIFICATION OF BOOK CLOTH 


* Examiner Warren H. Wagner has recommended the dis- 
missal of No. 11694, Joseph Bancroft & Sons Co. et al. vs. New 
York, New Haven & Hartford et al., on a holding that second 
class rating in Official Classification territory on cotton book 
cloth was not unreasonable nor otherwise unlawful. 


RATES ON WOODEN PIPE 


Attorney-Examiner William A. Disque, in a report on No. 
12075, American Wood Pipe Co. vs. Oregon-Washington, Director- 
General, et al., has recommended a finding of unreasonableness 
as to charges on two shipments of wooden pipe from Tacoma, 
Wash., to Webak and Still, Ore. The carriers collected a class 
C rate of 47 cents to Webak and 49 cents to Still. Disque found 
combinations of 44 and 46 cents, but recommended a denial of 
reparation because there was no proof as to the payer of the 
charges. 


RATES ON SCRAP IRON 


In a report on No. 12135, Joseph Sussman, doing business 
as the Tacoma Junk Company, vs. Northern Pacific, Attorney- 
Examiner William A. Disque recommended a holding of unlaw- 
fulness and unreasonableness as to the charges collected on 
two carloads of scrap iron, one from Sidney, Mont., and the 
other from Billings, Mont., to Tacoma, Wash., in July and Au- 
gust, 1917. The shipments moved more than two years prior 
to the filing of the complaint and would have been barred but 
for section 206 (f) of the transportation act. He recommended 
a denial of reparation because the complainant failed to prove 
who paid the charges. 


PARTIAL PAYMENTS TO RAILROADS 


The Trafic World Washington Bureau 


Partial payments to railroads totaling $148,898,690.05 have 
been made by the Treasury Department since February 26, ac- 
cording to a statement issued June 3. Reimbursement of deficits 
incurred during federal control totaled $1,353,468.69. Partial 
payments of deficits totaled $560,853.02. Loans to railroads to- 
taled $196,503,987. The total payments under the various sec- 
tions of the transportation act aggregated $611,864,573.39. 

Additional partial payments under the guaranty announced 
by the Treasury follow: Morgan’s Louisiana & Texas R. R. & 
Steamship Co., $85,000, and the Rockingham Railroad Co., $8,000. 

The Chicago & Western Indiana has paid $89,000 on a loan 
it obtained from the revolving fund. 

Additional partial payment certificates issued by the Com- 
mission follow: Ohio River & Western, $70,000; Galveston, Har- 
risburg & San Antonio, $150,000; Detroit & Huron, $7,500; De- 
troit, Grand Haven & Milwaukee, $580,000. 

The following additional partial payment certificates have 
been issued by the Commission: Houston East & West Texas, 
$145,000; Grand Trunk Railway Company of Canada, as lessee 
of the Cincinnati, Saginaw & Mackinaw, $90,000; Grand Trunk 
Railway Company of Canada, as lessee of the Michigan Air Line 
Railway, $30,000. 

Partial payment certificates announced by the Commission 
June 7 follow: Toledo, Saginaw & Muskegon, $75,000; Pontiac, 
Oxford & Northern, $110,000; Arizona Eastern, $390,000; Hous 
ton & Texas Central, $900,000; Maryland & Pennsylvania, $60,000. 

Additional partial payment certificates issued by the Com- 
mission follow: New York & Pennsylvania, $15,000, and Missour 
& North Arkansas, $27,000. 

The Commission has issued a partial payment certificate to 
the Morgan’s Louisiana & Texas Railroad & Steamship Company 
for $85,000. 

The Treasury Department has made the following payments 
under partial payment certificates: Receiver of Missouri 
North Arkansas, $27,000, and New York & Pennsylvania, $15,000. 
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HARDING’S POSITION ON RATES 


The Trafic World Washington Bureau 


Whatever may have been President Harding’s idea with 
respect to reductions in freight rates at the time he addressed 
Congress, or however loose may have been his expression of 
his views or however careless he may have been at that time 
and since in permitting incorrect or inaccurate interpretations 
to be placed on his words, it seems to be established that now, 
at least, he does not entertain the idea that general percentage 
reductions in rates should be made and that his idea, in its 
widest application, is that there may be some commodities on 
which the increases bear too heavily and on which the railroads 
may well make reductions—as, for instance, that the increase 
on fruits and vegetables from the Pacific coast should not have 
peen as high as one-third, which is what it was. He is con- 
vinced that a percentage decrease in all rates would be as 
harmful as the horizontal increase resulting in broken relation- 
ships have been. 

Inquiry has established the fact that the expressions of 
gratification attributed to President Harding over what has been 
done by the Commission have not even a distant relation to 
that kind of “bunk” that is sometimes passed out when officials 
talk about each other’s work, but are really what they purport 
to be, and also that he was really astonished that so little pub- 
licity had been given to what had been done. 


CARRIERS REFUSE REDUCTIONS 


The Trafic World Washington Bureau 


No voluntary reductions will be made by carriers on road 
building materials or lumber. The Association of Railway Ex- 
ecutives, June 8, gave out an account of the meeting of traffic 
executives and representatives of shippers June 2 and 3, about 
which the shippers were requested to maintain silence, especially 
before the meeting was held, so as to avoid the publicity which 
attended an effort to bring about a meeting for the consideration 
of rates on building materials on May 13. 

The bits of information given out as to the meeting on June 
2 and the following day were to the effect that no requests for 
specific rates had been made by shippers; that the latter had 
merely indicated, in a general way, what, in their opinion, would 
be necessary to bring about a revival in business. The an- 
nouncement by the executives was more specific. They said the 
shippers had asked them to forego practically all the advances 
made under Ex Parte 74. Their report on the meeting is as 
follows: 

“At a series of conferences held in Washington, June 2 and 
3, between the traffic executives of important rail carriers of 
the United States and representatives of associations and ship- 
pers interested in the movement of sand, gravel, crushed stone, 
chert, slag, asphalt, tar, paving brick, cement, yellow pine lum- 
ber, shortleaf pine, lumber, redwood, fir, hemlock, oak, gum, 
cottonwood and other hardwood lumber, logs, building brick, tile, 
terra cotta, tale, and other building materials, the carriers were 
urged by representatives of the building tile and building brick 
interests to reduce the rates on these commodities by eliminating 
an advance of 40 cents per ton established under General Order 
28 and applying the percentage advance under Ex Parte 74 to 
the rates in force prior to General Order 28. Representatives 
of other shipping interests asked for a reduction equaling the 
entire advance authorized by the Commission in Ex Parte 74. 

“The tonnage directly affected by these requests approxi- 
mates 25 per cent of the total tonnage of the railways of the 
United States, and the carriers are asked to yield on this traffic 
approximately all of the increase authorized by the Interstate 
Commerce Commission in Ex Parte 74. 

“It cannot be overlooked that there are many articles analo- 
gous to those above mentioned, on which the demand and the 
equity of reduced rates could be equally as pressing and as great 
as they are with respect to the commodities mentioned, and it 
would be difficult, if not impossibile, to prevent the inclusion of 
these analogous articles in any reduction in rates such as is now 
requested. Thus substantially more than the 25 per cent of the 
total tonnage of the railroads above mentioned would be either 
directly or indirectly involved in the requested reductions. The 
seriousness to the carriers of the proposal is thus evident. 

“The conferences developed that, while, in the opinion of 

various shippers, reductions in freight rates would stimulate the 
Movement of these commodities, the fact remained that this was 
altogether conjecture, and that there was no assurance that any 
reduction in freight rates would substantially increase the move- 
Ment of this traffic. It was admitted that reductions in the sell- 
ig prices of some of the commodities mentioned, far exceeding 
the — total freight charges, had failed to create any broader 
Markets, 
_ “It was also clearly brought out that the hope of reductions 
freight rates has resulted in hesitancy on the part of con- 
Sumers and dealers to place orders, and, because of this, it was 
Urged that the carriers promptly announce their conclusion in 
Order that the present uncertainty may be cleared up. 

“After a most careful consideration of the situation as pre- 
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sented by the shippers, and of the present and prospective finan- 
cial conditions of the carriers, the representatives of the carriers 
concluded that under existing conditions no general reduction 
in freight rates can be justified or made effective, and that the 
carriers are in no condition to accept the far-reaching conse- 
quences of the reductions requested at these conferences. 

“The carriers, no less than the shippers, are anxious to work 
towards a lower level of rates, but it is manifest that this result 
cannot be accomplished until there is such a reduction in operat- 
ing costs and increase of business as will restore the proper 
relation of net to gross earnings. 

“In notifying the shippers of this action, the carriers stated: 


No industry in the country is in more acute distress than are the 
railroads. Many are not earning their operating expenses and taxes, 
many more are not earning interest charges, and no group of railroads 
is earning anything approximating the return contemplated by the 
transportation act to enable them to provide the facilities necessary to 
accommodate the normal commerce of the country. 

Obviously, therefore, the carriers cannot afford to make any gen- 
eral reduction in rates, nor even the reductions that would follow from 
the acceptance of shippers’ proposals. 

The reduction in wages recently authorized by the Labor Board, 
but not yet realized, is more than offset by the decreased volume of 
business due to worldwide conditions affecting, generaly speaking, 
all business and all interests. This traffic does not now produce, even 
under the advanced level of rates, a margin of profit anywhefe near 
sufficient to meet the universally recognized needs of the carriers. It 
is a fact that the increases allowed by the Interstate Commerce Com- 
mission in August, 1920, in response to the provisions of the trans- 
portation act, are yielding the carriers less by $622,000,000 than the 
return contemplated by the transportation act, and there has been no 
estimate, from any source, that the recent wage reduction will even 
approximate that figure. 

The carriers are vitally interested in any changes which will 
produce needed revenue and would be justified in considering reduc- 
tions could they have any reasonable assurance that the volume of 
traffic would be augmented sufficiently to increase their net return. 
However, the arguments presented indicate that even in the minds of 
the shippers the result of any substantial reduction in rates is purely 
speculative, not only as to increased volume of traffic but also as to 
the time when an increased volume of traffic may be expected. It 
should be universally recognized that the carriers are in no condition 
to enter the field of uncertain experimentation substantially involv- 
ing their revenues, for the reason that disappointment in the experi- 
ment would result in serious consequences to the public, as well as 
to the carriers themselves, by impairing their ability to continue to 
furnish needed transportation to the commercial public. 

It must not be overlooked that the carriers have realized that the 
percentage increases in rates produced inequalities and in many 
instances threw rates out of line, and to correct these conditions they 
have been and are diligently adjusting such situations. 

There are doubtless instances and local and special conditions in 
respect to the movement of commodities necessary for road building 
and also other traffic which should be considered as emergencies, and 
the carriers wish to emphasize the fact that arrangements have been 
made to treat such cases as expeditiously as the circumstances will 
permit, upon application of shippers to the traffic managers of the in- 
terested railroads. 


Representatives of the lumbermen got a conference with the 
traffic executives of the railroads, June 2, after the conference 
between the traffic executives and the representatives of the sand 
and gravel producers, about which it was intended there should 
be no publicity. The railroad executives objected to publicity 
on the ground that it would tend to bring other shippers with de- 
mands for similar conferences. 


The prospective sand and gravel conference on May 13 was 
not held, because there was publicity concerning it. The railroad 
executives said they could not afford to hold conferences on the 
theory that the rates put into effect as a result of Ex Parte 74 were 
too high. They objected to the publicity in connection with the 
proposed conference, the feature of which was the declaration 
that the conference was to be the beginning of a general drive 
for reductions in rates. 

The showing made by the lumbermen, under the leadership 
of Junius Browne, who represented the California redwood lum- 
bermen, was contrary to what it had been contended by the rail- 
road traffic men are the facts. But none of the lumbermen 
showed the railroad traffic men that reductions that would not 
endanger the revenues unduly could be made great enough to 
move any materially greater tonnage. At least that is the posi- 
tion the traffic executives took. 


TRANSCONTINENTAL RATE REDUC- 
TIONS 


In his fourth section application No. 16, R. H. Countiss, agent 
of the Transcontinental Freight Bureau, has asked for relief 
from the provisions of the fourth section of the act in connec- 
tion with port-to-port rates, via the Sunset Gulf route, on various 
commodities, from Pacific coast terminals to New York City. 
The application is made under R. H. Countiss’ tariff I. C. C. 1087, 
bureau No. 3-0, on behalf of the Southern Pacific, the San Diego 
& Arizona, the Galveston, Harrisburg & San Antonio and the 
Southern Pacific-Atlantic Steamship Lines (Morgan Line). 

The application covers eastbound reductions not included in 
the announcement of May 25. Those reductions were to apply 
from Pacific coast terminals and intermediate points to eastern 
defined territory, groups A to J inclusive, and it was not antici-. 
pated that fourth section relief would be required to put them in. 
The present application includes 7 commodities, which move in 
quantity from Pacific coast terminals to New York. The reduc- 
tions are as follows: 
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Commodity, Prop. Prop. Present Present Reduc- tofore made. They were led to making conjectures through 

Aophatt as wt. rate. min. wt. rate. tion. their inability to obtain any facts. They believed they had 
‘by-product ib rar RY 80,000 65 70,000 83% .1s% Showed facts to the special examiner warranting reductions, 

Barley, whole, in illite , acai si om which, when made, would leave the rates but little higher than 
ee 50,00 .65 J -74% 7 j . 

Beans, dried, N. 0. S. 80,000 “65 40,000 1142 ‘77 + they were when the report in Ex Parte 74 was promulgated ten 

60,000 1.25% 60% months ago. ; ' ; 

Canned goods, subject An announcement of intended reductions in the eastbound 
Oo package require- j j i ; 
 gapicnansirnetr sane 80,000 65 60,000 1.20% 55% ‘Yates, from the Pacific coast terminals to Chicago and the Mis. 

Milk, condensed, sub- sissippi River, on vegetables and melons, and on apples from the 
ject to package re- Pacific coast to eastern defined territory, was made in a tele- 

pe retnn gy SNe 65 60,000 1.20% 5% gram sent by Agent Countiss, of the Transcontinental Freight 
evaporated, in boxes, Bureau, June 6, to western growers and distributors. The pro- 
cans and jars....... 60,000 75 40,000 1.83% 1.08% posed reduction is assumed to be the result of the Washington 

60,000 1.66% ‘31% confernce. The telegram read as follows: 

Do, in sacks or boxes 60,000 .95 40,000 2.16% 1.21% & 

60,000 2.00 1.05 i ] i . t tablish the followi ‘e- 

Rice, in bags ........ 80,000 -65 40,000 1.00 35 guetta ae ee ee a ee, melons and po na 

60,000 92 27 viz.: Rate of $1.75 per 100 pounds on vegetables and melons, including 


The proposed rates are to apply from the following California 
points: Oakland, Richmond, San Diego, San Francisco, San Pedro 
and Wilmington, and in addition the barley rates are to apply 
from Port Costa and South Vallejo, Cal. From points intermedi- 
ate to these terminals, it is proposed to apply rates made by add- 
ing the proposed rate from the nearest terminal to the local rate 
from the intermediate point to that terminal. By nearest term- 
inal is meant the terminal to which the lowest local rate is ap- 
plicable. 

To points intermediate to New York City the present rates, 
as shown above, will apply, until such time as the reductions to 
eastern defined territory are checked in. 

The application states that the “proposed rates are necessary 
to meet rates available through the Panama Canal,” and the as- 
sertion is made that freight so shipped moves to New York City 
in very nearly the same length of time as shipments via the 
Sunset Gulf route. More than 26,000 tons of these commodities 
moved to New York through the canal during the four months 
ending January 31, 1921, according to the application, and the 
water rates will still be lower than the rail-and-water, by from 
6 to 12% cents, if the application is granted. 

It was also announced by the bureau that instructions had 
been received to make similar reductions from Pacific terminals 
to New York via the Santa Fe and the Mallory Line. No fourth 
section application covering that route has been made as yet, 
however. 

Fourth section application covering the westbound transcon- 
tinental rate reductions, announced in Chicago May 25, had not 
been received by the Commission June 8. Interest in the inter- 
mountain country is centered on the westbound rates because 
the fourth section violations on westbound traffic are at points 
of origin, while on eastbound traffic the violations are at inter- 
mediate points of origin. 

A large number of requests to be heard in protest against 
reduced rates westbound have been received from Spokane, Salt 
Lake and Arizona and New Mexico points. No protests have 
been received against the proposed reduced eastbound rates. 


A Correction 


In the article concerning the proposals of the western car- 
riers to reducde the transcontinental rates on various com- 
modities (Traffic World, May 28, p. 1154) Tacoma was included 
in a list of intermountain points to cover which fourth section 
permissions were to be asked. This was in error. Tacoma has 
for thirty years been lined up with Seattle, Portland, San Fran- 
cisco and Los Angeles in contesting the proposals of the inter- 
mountain cities and is, in fact, a Pacific port. 


RATE REDUCTIONS ON FRUITS AND 
VEGETABLES 


The Trafic World Washington Bureau 


A definite proposition respecting reductions in rates on west- 
ern fruits and vegetables, formulated in the conference on that 
subject, June 3, between Special Examiner Ford and Traffic 
Director Hardie, constituting the shippers’ side of the matter, 
and G. W. Luce and W. G. Barnwell, of the Southern Pacific 
and the Santa Fe, representing the carriers, is under considera- 
tion by the carriers. Messrs. Luce and Barnwell left Washing- 
ton the day following the conference for the Pacific Coast. The 
carriers are expected to say yes or no after conferences on the 
Pacific coast. 

The conference was of a confidential character, although 
it took place on the facts gathered by Mr. Ford on his trip to 
the Pacific coast and the intermountain states, where he held 
hearings, that were called informal conferences. Shippers whose 
insistence that the high rates were preventing the movement 
of fruits and vegetables were unable to find out what was being 
done with the facts they had laid before the commissioner’s 
special examiner, by either the examiner or the railroad traffic 
officials, or by both. 

Departure of the traffic officials of the two transcontinental 
carriers for the Pacific coast led some of the shippers to infer that 
they were about to lay some kind of a proposition before the 
shippers, or undertake to attach conditions to proposals here- 


cantaloupes, effective at earliest possible date, from Pacific coast 
terminals and intermediate points to destinations east of Chicago and 
Mississippi River. Also rate of $1.50 per 100 pounds on apples, with- 
out storing-in-transit privilege, effective September 1, from Pacific 
coast terminals and intermediate points to eastern defined territories, 
which includes Colorado common points and practically all points east 
thereof to Atlantic seaboard, inclusive. 

Pacific coast shippers of vegetables, melons and deciduous 
fruits will not accept reductions on their commodities from 
trans-continental carriers with thanks and other evidences of 
gratification. The announcement of the transcontinental car- 
riers, made in Chicago on June 7, was followed immediately by 
the dispatch of telegrams from the Pacific Coast to the Com- 
mission saying that the reduction from $1.98 on vegetables 
and melons to $1.75, and from $1.66% to $1.50 would not be 
adequate to meet the situation. 

Threats to take radical steps against the carriers were made 
long before the announcement of June 7. According to the 
declarations of representatives of the growers in California, the 
growers have been held in check on representations from their 
commerce counsel and traffic managers that more would be ac- 
complished by negotiations with the carriers, under the super- 
vision of the Commission, than by appeals to President Harding 
ana members of Congress. These lawyers and traffic managers 
have represented the growers as being on the point of despera- 
tion and of talking about political action against senators and 
representatives who would not vote for some kind of legislation 
that would have the effect, practically, of wiping out the rates 
made operative under the Commission’s report on Ex Parte 74. 

President Harding is greatly interested in the rates on 
fruits and vegetables from the Pacific Coast. Unofficial, but 
nevertheless authentic, reports as to why he went to the Com- 
mission on June 1 are that he he went particularly to inquire 
about the rates on fruits and vegetables from the West, because 
it had been represented to him by a member of the Cabinet that 
nothing had been or was being done in the matter of reducing 
or revising rates. That declaration was true with regard to the 
rates on fruits and vegetables in so far as final results were con- 
cerned. It was not true, if it was meant to convey the impres- 
sion that not even inquiry had been begun to ascertain what 
the effect of the Ex Parte 74 increases had been upon the growers 
of vegetables and melons on the Pacific Coast. It was not true 
as to investigation, because former Commissioner Ford, acting 
as special examiner for the Commission, had held hearings on 
the Pacific coast and in the intermountain country. He, how- 
ever, had not made a report on the subject. All he had done was 
to make a record of the facts so that the Commission could 
know the situation if and when it took up the subject of down- 
ward revision of rates with the traffic men of the transconti- 
nental system. Mr. Ford has completed his work for the Com- 
mission and is no longer on its pay roll, but the material he 
gathered was used in the negotiations which resulted in the 
traffic men of the transcontinental lines leaving Washington on 
June 4 with a definite proposition in their pockets. 


The Commission has been as secretive about the negotia- 
tions respecting rates on fruits and vegetables, from the Pacific 
coast eastward, as if the subject were a private matter and 
highly confidential. The traffic managers, when they left Wash- 
ington, told representatives of shippers that, while a definite 
understanding had been reached, they were not at liberty to 
disclose the nature of it to these representatives. Even after 
the announcement was made from Chicago as to what the trans 
continental carriers proposed doing, there was no information 
available at the Commission as to whether what the traffic mana 
gers had announced was in accordance with the understanding 
reached prior to June 4, or whether they had reached a different 
conclusion and announced it at Chicago. 


In handling special Examiner Ford’s report, the Commis- 
sion was as secretive as any freight traffic committee was ever 
accused of being. Representatives of the shippers were n0 
called into the conferences in Washington, and, as before set 
forth, the railroad traffic men told them even after a conclusion 
was reached, that they were not at liberty to disclose the nature 
of it. Apparently, shippers were kept without information until 
the announcement was made by the trans-continental carriers. 
Whether what was announced agrees with what was agreed upon 
in the conferences between the railroads and the Commission, the 
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Washington representatives of the shippers did not know at 
the time this was written. 

One of the observations made by President Harding in his 
conference with the Commission was that the public had received 
practically no information as to what the Commission had done 
in the way of reducing rates. The President, of course, had 
reference only to newspaper publicity. That has been scanty 
because, as a rule, the Commission has not made any statement 
for the press or even put copies of its sixth section orders on 
the table where it places matters in which it thinks the public 
would show an interest. Those who have obtained information 
as to readjustments in rates have had to dig for it after having 
received an intimation from the cutside that something was 
being done. 

The Pacific coast growers have had the benefit of personal 
interest on the part of secretaries Hoover and Wallace. They 
have, it is understood, been insistent in the Cabinet meetings 
that rate relief should be accorded them. Secretary Hoover and 
Ww. E. Lamb, the latter now solicitor for the Department of 
Commerce, are exceedingly close personal friends as well as 
official associates. Before Lamb took the solicitorship, which 
he did on account of his personal friendship for Hoover and 
not because he had any desire for public office, he was counsel 
for California orange and lemon growers and, therefore, has a 
general familiarity with the claimed effect of the rate situation 
on the interests of the Pacific coast growers. 


PLAN FRUIT SHIPMENTS BY WATER 


The Trafic World Washington Bureau 


The Washington representative of “producers and shippers 
of perishable and high tonnage commodities on the Pacific 
coast” issued the following statement, June 2, outlining the re- 
sults of the conference held at Seattle, June 1 and 2, to promote 
the shipment of fruits to the eastern seaboard by water: 

“Plans for unified action by the shippers of perishable 
fruits from the Pacific coast for the more general use of water 
instead of rail routes to the eastern seaboard have been com- 
pleted by California, Washington, Oregon, Idaho and Montana 
interests and appeals will be made by a special committee to 
Secretary of War Weeks, Secretary of Commerce Hoover and 
the Shipping Board to have more adequate provision made for 
the fruit shipments on intercostal steamships. 

“The plans, adopted at a conference of the growers and 
shippers concluded June 2 at Seattle, mark the revolutionization 
of fruit shipments from the Pacific coast to the East. The 
plans include the establishment of receiving ports at twenty-five 
Atlantic coast and Gulf ports. By motor truck and local rail 
connections twenty-one million persons can be reached with the 
Pacific coast products from the ports. The plans would de- 
crease rail tonnage from the coast on heavy tonnage products 
about 40 per cent on domestic distribution and send all foreign 
sales through the Panama Canal, eliminating the rail haul en- 
tirely. 

“The deciduous and citrus fruit growers of Washington, 
Oregon and California have a capital investment of more than 
$300,000,000 and an annual production of more than 100,000 car- 
loads of fruit. They have completed plans to form an all-west- 
ern committee on water transportation which will act as a 
central agency for the movement of fruits and vegetables to 
Gulf and Atlantic coast ports, by water through the Panama 
Canal. 

“It was stated at the Seattle conference that 40 per cent 
of the domestic distribution and all of the foreign distribution 
should be shipped by water. Figures were presented to show 
that receiving ports on the Atlantic and Gulf coast could reach 
21,000,000 persons by truck or short rail haul. Twenty-four 
ports are already equipped to handle the perishable fruits. 


“The shipment to twenty-four different markets will save 
money for the producers, according to the present plans. Two 
bureaus will be established on the coast to handle the water 
shipments, one in California to handle the citrus fruit shipments 
and one in Washington to handle the deciduous fruit shipments. 

“Necessary harbor cold-storage facilities will be constructed 
in co-operation with local authorities and harbor improvements 
made to permit the handling of the fruit. Effort will be made 
to have the U. S. Shipping Board equip a larger number of 
steamers with refrigeration in addition to those already operated 
by private concerns. Pledges have been obtained from private 
ship lines for hauling of large quantities of the western coast 
products.” 

R. M. Semmes, district representative of the Shipping Board 
on the Pacific coast, has promised to co-operate with the ship- 
bers of perishable products on the west coast in their efforts 
to develop water transportation for their products to the eastern 
Seaboard, according to a statement issued by the Producers and 
Shippers of Perishable and High Tonnage Commodities on the 
Pacific coast. In their statement the shippers said in part: 

“The attitude of the board, as outlined by Mr. Semmes, is 
to place refrigeration in Shipping Board vessels, if the shippers 
can assure the board that the business will be a profitable one. 
Members of the combined Pacific Coast Producers’ Association, 
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formed to promote canal shipments of fruits and vegetables, as- 
sured Mr. Semmes that all refrigerated space provided would be 
filled on eastern voyages. 

“Representatives of the association are negotiating with in- 
tercostal steamship companies for a rate of not to exceed ninety 
cents a box from Pacific to Atlantic ports. C. S. Whitcomb, 
president of the association, of Los Angeles, said he expects that 
a fair rate will be secured. 

“Fruit growers told Seattle business men the fruit industry is 
being strangled by high rail rates and that railroads have refused 
to give emergency rates, aS was done with lumber industry 
because growers had not taken advantage of competitive water 
routes and forced reduction. Port officials on the coast were 
notified they can expect four thousand carloads of apples for . 
transshipment this season and steamship companies were pledged 
an additional six thousand carloads of California fruits. One 
cold-storage house in Seattle, where rail meets sail, can house 
twenty thousand tons of apples and there are additional cooling 
spaces in other public and private warehouses, exclusive of fish 
freezing sections, where four million pounds are frozen. 

“In addition to electing Mr. Whitcomb president, J. H. Wade 
of Wenatchee was elected president of the Deciduous branch 
and vice-president of the association at the meeting of the asso- 
ciation in Seattle, June 3. C. Devere Fairchild of Yakima will 
be secretary-treasurer and the directors at large will be H. F. 
Davidson of Hoodriver, Oregon, and C. I. Lewis of Salem. 

“The California bodies interested in the association will elect 
similar officers and there will be bureaus in each of the fruit 
producing sections, with Mr. Whitcomb the directing head of all. 
Those representing the producers in the negotiations with the 
steamship companies on the coast for refrigerator space and 
rates are H. M. Gilbert of Yakima, C. Devere Fairchild of Yakima 
and J. Curtis Robinson, traffic manager of the Northwestern 
Fruit Exchange; steamship companies represented are Atlantic- 
Gulf Pacific Steamship Company, the Pacific Steamship Com- 
pany and the United American Lines. R. M. Semmes, district 
representative of the U. S. Shipping Board on the coast, said the 
board was willing to install refrigerator space if it is shown 
that it is profitable. Members of the association promptly re- 
plied that all refrigerated space would be loaded to capacity the 
year round and explained that on the return voyage from the 
east coast the refrigerated space could be used for general cargo 
with exclusion of excessively heavy tonnage like steel.” 


FLORIDA SHIPPERS BLAME RATES 


The Trafic World Washington Bureau 


The Florida Citrus Exchange, in a telegram to Senator 
Fletcher of Florida, which the senator submitted to the Senate, 
June 1, referring to testimony by railway executives before the 
Senate interstate commerce committee, declared freight rates 
“have played the big part” in depressing the citrus fruit pro- 
ducing industry. The telegram follows: 

“Understand railway executives have introduced testimony 
to the effect movement perishables shows increase over last year 
notwithstanding increase in freight rates. This may or may 
not be correct. Government figures for Florida show 6,000 
acres decrease watermelon planting this spring against last. 
However, granting increase movement citrus fruits, call atten- 
tion this due to coming into bearing of thousands of acres 
young groves planted five to seven years ago. 

“It is indisputable fact, largest percentage Florida’s citrus 
crop in its history was not shipped this last season, particularly ° 
lower grades of fruit, account not bringing sufficient price to 
justify expense of shipping. The vital question for consid- 
eration is not the volume moving, but the net result to producers 
and their ability to continue production. No one can success- 
fully: challenge statement this has been most disastrous season 
for citrus-fruit producers in every citrus area of the United 


‘States in which increased freight rates have played the big part.” 


BILL TO REPEAL SECTION 15A 
The Trafic World Washington Bureau 


Representative Sweet of Iowa, member of the House com- 
mittee on interstate and foreign commerce, introduced a bill 
(H. R. 6861), June 6, amending the interstate commerce act by 
repealing the rate-making section (section 15-a) and taking from 
the Commission the right to prescribe intrastate rates, as well 
as declaring invalid orders made by the Commission in the intra- 
state rate cases. 

The first section of the bill amends paragraph (17) of sec- 
tion 1 of the act, by reserving to the states control over car 
service. Section 2 amends paragraph (1) of section 3 of the 
act, by reserving to the states jurisdiction over intrastate rates, 
fares and charges. Section 3 amends paragraphs (3) and (4) 
of section 13 of the act, by providing for joint hearings by the 
Commission and state commissions as to the relationship of 
interstate and intrastate rate structures. 

It further provides that where the Commission shall be of 
the opinion that a state rate operates to injure unjustly per- 
sons or localities in interstate commerce, it may state its con- 
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clusions informally to the regulating authorities of the state 
where the same is in force. If the recommended change is 
made within a reasonable time thereafter, it is provided, no 
report in writing need be made by the Commission. If, how- 
ever, the change is not effected within a reasonable time, the 
Commission may make a report in writing, showing what per- 
sons and localities are injuriously affected, and the character 
and extent of the injury caused, but no provision is made for 
enforcement of the findings by the federal or state commissions. 

Section 4 of the bill amends paragraph (1) of section 15 
of the act so that the Commission would not have authority to 
prescribe intrastate rates. Section 5 repeals section 15-a, and 
section 6 declares all orders of the Commission prescribing 
intrastate rates void. 

A resolution from the legislature of California protesting 
against the rate-making section of the transportation act has 
been submitted to the Senate by Senator Shortridge of Cali- 
fornia. The legislature stated in the resolution that the section 
“assures a 6 per cent income return to all railway properties,” 
and that it “in effect guarantees to carriers annual net earnings 
and removes the incentive for efficiencies in operation and 
economy in expenditures,” as well as imposing on shippers and 
the public an excessive transportation burden. Congress is 
asked in the resolution to amend the transportation act and “to 
grant a rate structure that will not place a false earning power 
on a large fictitious railroad capital, the payment of which is 
stifling to industries on the Pacific coast.” 

Senator Kellogg submitted a resolution from the Minne- 
sota legislature asking Congress to take from the Commission 
the authority to regulate intrastate rates. 


HOOVER AND SEASONAL COAL RATES 


The Trafic World Washington Bureau 


Secretary Hoover has given up, temporarily at least, his 
fight for seasonal ceal rates. He announced that fact June 7 
to a gathering of newspaper men who asked him how he was 
getting along in the negotiations, information as to. whieh was 
obtained a few days before from White House sources. He said 
he had found the railroad managers with whom he had talked 
to be disinclined to grant concessions on coal. The Secretary 
can do nothing more at present to make the transportation 
managers see that it would be in their interest to make rates 
that would induce the movement of coal in the summer, when 
the need for it is the smallest. 

Secretary Hoover, June 4, said he did not care to discuss 
the subject of seasonal rates on coal. Information as to his 
efforts in that behalf reached the public the day before from 
an authoritative source other than the Department of Com- 
merce, That the Secretary has been working og that matter 
was known some time before June 3, but those who had been 
told about it were not at liberty to say the secretary was work- 
ing in that direction. 

As a rule, railroad traffic men have been opposed to sea- 
sonal rates, chiefly for the reason that summer is the best time 
for mining and mining depends, insofar as soft coal is concerned, 
upon car supply. Therefore, low rates on coal in the summer 
would seem to be seasonal. That is the only time there could 
be seasonal rates on lake cargo coal or coal for New England 
or the near Northwest. 

If such rates were used during the summer months, traffic 
and transportation men have pointed out, such a stimulated 
. movement would tend to bring about interference with the 
movement of the crops. They cannot see why they should make 
rates below normal to apply at times when, in normal ecir- 
cumstances, they have about as much traffic as they can handle. 
In normal times the slackest season in transportation is in 
February and March, but in sections of the country where the 
consumption of coal is the largest, these are not ideal operating 
months. 
put forth the maximum of effort and traffic expense to achieve 
the minimum revenue from such traffic. 


HIGH RATES AND BUSINESS 


The Trafic World Washington Bureau 


Transportation costs are curtailing business, particularly as 
to lumber and numerous farm products, according to a report on 
business conditions, by Archer Wall Douglas, chairman of the 
committee on statistics of the Chamber of Commerce of the 
United States. On the subject of transportation, he said: 

“The railroads are using their utmost thought and endeavor 
to get their house in order by reduction in the cost of operation 
and by various economies. All of which inspires the hope on 
the part of the general public that these things when accom- 
plished—and they now seem under way—vwill result in reduced 
cost of transportation. For such costs of transportation are a 
heavy handicap, too burdensome to be borne by many commodi- 
ties, notably lumber and numerous farm products. 

“So true is this thac it is actually curtailing business in 
these and other lines sc affected, thus being a direct loss both 
to the producer and the transportation companies. One of the 
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Low rates then, it is argued, would require them to. 
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interesting developments of the time is the growth of the electric 
trolley car and the auto truck in short hauls, in which they are 
already formidable competitors of the steam railroad.” 


SAYS RATES ARE TOO HIGH 


Editor The Traffic World: 

For the last several weeks I have read many articles in The 
Traffic World with reference to present freight rates, and I be- 
lieve, as a rule, most railrcad men are of the opinion that the 
present rates are in no way responsible for the general depres- 
sion in business. In this I believe they are mistaken. 

Traffic on this little 43 mile road is practically at a stand- 
still for no other reason than the present high rates of freight. 
The greater portion of our traffic consists of forest products— 
that is, lumber, crossties, box material, poles, naval stores, etc., 
and heretofore approximately 70 per cent of this class of traffic 
went to the eastern territory; but since the 33% per cent in- 
crease in rates was tacked on last August the volume of this 
traffic has been cut down probably 75 per cent. There are now 
stacked at the various saw-mills along the line, several hundred 
carloads of lumber that was produced before the increase in 
rates. Manufacturers tell me that they receive numerous in- 
quiries from the east and northwest for lumber. All buyers 
want a delivered price. When quotations are made they rarely, 
if ever, hear from them again. The high rate prevents shipment. 
In my opinion, the high rates on these commodities localize the 
business—that is, our mills can sell their product at nearby 
southern markets, but they can not reach the eastern and in- 
terior eastern destinations, that territory probably now being 
supplied from the Carolinas and Maine. Anyhow, we are not 
getting the business and the result is we are all perishing in 
the midst of plenty. 

In my opinion, it was a great mistake to increase rates on 
a percentage basis—certainly it was when applied to forest 
products. Our freight trains are running light. It would add 
very little to our operating expenses to handle twice the traffic 
we are now handling, and this could be done if the rates were 
not excessive. Taking this view of the matter and when ap- 
plied to our case it is indeed plausible the earning of the roads 
could be greatly increased by a substantial decrease in rates on 
the heavier commodities, and it is going to take this to start 
the wheels to rolling again. 

L. N. Smith, General Freight Agent, 
Marianna & Blountstown R. R. Co. 
Marianna, Fla., May 30, 1921. 





Mr. Smith makes the common mistake of failing to differentiate 
between a general reduction in rates and a reduction on the particular 
commodity in which he is interested in the locality he knows about. 
He may be entirely correct as regards his commodity and his locality 
and still everything that has been said with respect to a general 
Goerenee in rates being unwise would remain true.—Editor The Traffic 

orld. 


GENERAL RATE REDUCTION OPPOSED 


The resolutions opposing a general reduction of freight 
rates at this time, submitted to a referendum vote of the mem- 
bers of the New England Traffic Club, as published in the Traffic 
World, May 28, page 1146, have been adopted, it is announced, 
with only seven dissenting or qualified votes. 


REFERENDUM ON TRANSPORTATION TAX 


A referendum on proposed forms of taxation is being taken 
by the Chamber of Commerce of the United States, one of the 
questions to be voted on being: ‘Do you favor repeal of war 
excise taxes on transportation and communication?” The tax on 
transportation and commutation, the chamber stated, is estimated 
to yield $350,000,000 annually. 


PACKER CONTROL BILL 


The Trafic World Washington Burcau 


The Senate committee on agriculture and forestry, in a re 
port to the Senate, substituted its bill (S. 659) for the Haugen 
packer control bill passed last week by the House. The bill pro- 
vides for the appointment of a federal live stock commissioner 
and gives him authority to regulate interstate and foreign com- 
merce in live stock, live stock products, dairy products, poultry 
and poultry products and eggs. The House bill invests regula- 
tory authority in the Secretary of Agriculture. The Senate bill 
contains a provision that after two years from the effective date 
of the act no packer engaged in commerce shall have any in- 
terest in any stockyard unless the commissioner shall hold that 
such ownership or control is not in violation of the purpose of 
the act or that the packer has been unable to dispose of his 
holdings. 


DEATH VALLEY RAILROAD STOCKS AND BONDS 
The Commission, in finance docket No.. 1216, has authorized 
the Death Valley Railroad Company to sell at par $39,900 worth 
of common capital stock, the proceeds to be used to retire 90 
first mortgage bonds, which matured March 1, 1921. 
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NEW SHIPPING BOARD APPOINTED 
The Trafic World Washington Bureau 


Following formal acceptance by Albert D. Lasker, of Chi- 
cago, of the chairmanship of the United States Shipping Board, 
June 8, President Harding sent to the Senate the following 
nominations to the board: 

Albert D. Lasker, of Illinois, term of six years. 

T. V. O’Connor, of New York, term of five years. 

George E. Chamberlain, of Oregon, term of four years. 

Edward C. Plummer, of Maine, term of two years. 

Frederick I. Thompson, of Alabama, term of two years. 

Meyer Lissner, of California, term of one year. 

Admiral William S. Benson, of Georgia, term of one year. 

Lasker, O’Connor, Plummer and Lissner are Republicans 
and Chamberlain, Thompson and Benson are Democrats. 

Final selection of the Shipping Board came as a great re- 
lief to the President and he was delighted to have secured the 
assent of Mr. Lasker to serve as chairman, it was learned at 
the White House. The President has been frank to say to 
everybody that he was anxious to secure the best shipping man 
in America to take care of the task of establishing a profitable 
American merchant marine. After many weeks of inquiry, it 
was said, he found that to be impossible and he frankly told 
Mr. Lasker that fact in asking him to accept the chairmanship. 

The President, it was said, has great faith in Mr. Lasker 
as one of the great business organizers of the country and be- 
lieves that he will go into the office with his youth, enthusiasm 
and his readiness to turn to shipping men, whose helpfulness 
he can appraise, in laying out the program of the great task 
before him. 

As soon as the Shipping Board is confirmed by the Senate 
the President will have a meeting with the board to advise with 
its members concerning the policy to be adopted from the very 
beginning. The President, it may be said, is fully aware of the 
unfortunate state of the business of the board and he knows 
the discouraging conditions which the new board will face. He 
realizes the impossibility of bringing about a new order by 
the wave of the magician’s wand. He is also mindful of the fact 
that, in the popular mind, there is between three and four bil- 
lions of assets, purchased during the pressure of war prepara- 
tions and at inordinately high prices, and he knows, it was said, 
as the country must know, that the actual values today are not 
more than one-third, probably not more than one-quarter of their 
actual cost. 

The President well understands that the board is operating 
at a heavy loss and it is his belief that the new organization 
will drive to end the losses and will undertake to build a mer- 
chant marine on the basic principle of private enterprise operat- 
ing under government protection and assistance. The situation 
faced by the new board, it is realized by the President, presents 
a discouraging undertaking at the present moment, because of 
the widespread depression in ocean shipping, but the President 
is confident that recovery is bound to come and the end to be 
sought will be to have American shipping organized and ready 
for that recovery. 

In a formal statement, issued at the White House by Mr. 
Lasker immediately after the nominations had been made public, 
he said John Callan O’Laughlin, former newspaper correspondent, 
will be assistant to the chairman. The statement follows: 

“The men who constitute the new Shipping Board come to 
their work with a full recognition of the serious situation con- 
fronting them. 

“We know the grave condition of the board’s merchant fleet 
built at war prices under the stress of war. We have been told 
of utter disorganization which exists in the Shipping Board and 
lack of efficient management, which it is claimed has hindered 
the operations of the fleet. 


“These conditions must be ended. They will be ended. 
Honesty, efficiency and economy must and will be the guiding 
lights of our policy. 


“We must take this huge corporation, the Jargest the world 
has ever known and make it an institution of which every Amer- 
ican will be proud. We have been told that something over 
three million tons of its ships are unfitted to sail the seas and 
must be salvaged. 

“The fleet itself built during the war at the highest prices 
known has, so it is reported, a liquidation value of maybe only 
25 per cent. 

“Because of the stagnation in world shipping which followed 
the signing of the Armistice a large part of the fleet is today 
tied to the docks, the operations of the board entailing a charge 
on the public treasury of $20,000,000 monthly. This loss has 
been accruing for many months prior to March 4. 

“It will be the first duty of the board to do those things 
which are necessary to end incompetence and make of the Ship- 
Ping Board a business institution guided by business principles 
and measuring up to business standards. The charge on the 
public treasury must be cut down and that with all possible 
expediency so that this burden on the tax payers will be 
alleviated. It may be necessary in accomplishing this at first 
to tie more ships to the docks. 

“This initial stage may take a few months, but this shall 
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be the task to which the new board will immediately put itself. 

“All this, however, is the negative side of the situation. The 
positive side is to build and construct a policy of operation for 
the merchant marine that will keep the American flag flying 
permanently on the seven seas. 

“To do this the Shipping Board requires not only the co- 
operation of those directly interested in merchant marine but 
of business men throughout the country. American industry and 
finance cannot exist on the scale to which it has been created 
unless foreign markets are opened and remain open. American 
commerce must compete successfully on the seas with the com- 
merce of the world. 

“The constructive end of the Shipping Board’s work is to 
inaugurate and put in being a policy that will accomplish this. 


. To this end it must call into co-operation other departments of 


the government, all those interested in merchant marine and 
the manufactures and financiers of the country. .The President 
has said that the inspiration of private initiative and enterprise 
must be the guiding principles of the board’s work. 

“The task before the board is unlike any that a govern- 
mental authority has ever faced before. It would be folly to promise 
the impossible, to lead the public to believe we will undertake 
what cannot be done. There must be time to survey, to thoroughly 
learn conditions, to prepare the way for construction and recon- 
struction. We bespeak the patience and confidence of the public and 
of Congress during this difficult period, feeling assured that if 
these are extended in the measure in which we hope to deserve 
them, it will be possible to produce results of which the nation 
will be proud. In saying this, I have fully in mind that after 
all the success of our merchant marine effort will depend quite 
as much—indeed, far more—on the enterprise, initiative and 
determination of the American business community, as on the 
immediate management of the shipping organization. 

“Mr. John Callan O’Laughlin will come to the Shipping 
Board with Mr. Lasker as assistant to the chairman. Mr. 
O’Laughlin’s long experience, first as a Washington correspondent, 
then as acting secretary of State under President Roosevelt and 
latterly as an official of a large New York export company, 
peculiarly fit him for the important work he has consented to 
undertake.” 

Mr. Lasker is president of the Lord & Thomas Advertising 
Agency and a part owner of the Mitchell Car Company, Quaker 
Oats, Van Camps, the Chicago Baseball Club, and is interested 
in several other companies. He is credited with having sug- 
gested that Judge Landis be made arbiter in the baseball dis- 
putes. He also worked with Will H. Hays, Postmaster General, 
when the latter was directing the work of the Republican na- 
tional committee. He supported Senator Johnson, of California, 
in the presidential primaries, but after the nomination of Presi- 
dent Harding he directed the Republican advertising and pub- 
licity campaign. He is a member of the American Jewish com- 
mittee. 

Mr. O’Connor is president of the International Longshore- 
men’s Association and is prominent in labor circles. He was 
mentioned for the post of Secretary of Labor in the Harding 
cabinet. His home is in Buffalo, N. Y. 

Mr. Chamberlain, of Portland, Ore., served in the United 
States Senate from 1909 to March 3, 1921. It has practically 
been conceded from the start that he would be appointed by the 
President as one of the Pacific coast members. He was born at 
Natchez, Miss., January 1, 1854. He was educated for the law 
and went to Oregon in 1876. In 1902 he was elected governor of 
Oregon and was re-elected in 1906. 


Mr. Plummer’s home is in Bath, Me. The Maritime Asso- 
ciation of New York recently adopted a resolution requesting that 
the President name him a member of the board. He is a lawyer 
and general counsel for the- Atlantic Carriers’ Association. He 
has been in Washington frequently in the behalf of the Maine 
shipbuilders. 


Mr. Thompson is a newspaper publisher of Mobile, Ala. He 
was one of the recess appointees on the board under the Wilson 
administration and since March 4 has remained in Washington as 
one of the trustees of the Emergency Fleet Corporation. He had 
the support of Senator Underwood, of Alabama, for the nomina- 
tion as the representative on the board from the Gulf states. 

Mr. Lissner is an attorney of Los Angeles, Cal. He had the 
ees of Senator Johnson and of the entire California delega- 
ion. 

Admiral Benson, who was made chairman of the board by 
President Wilson when John Barton Payne retired as chairman 
in the spring of 1920, has been serving as head of the board 
since March 4 at the personal request of President Harding. 

The Senate, June 9, confirmed the members of the Shipping 
Board other than Senator Chamberlain, who was confirmed on 
the previous day. The new board is expected to take charge 
next week. 

The nomination of former Senator Chamberlain as a mem- 
ber of the Shipping Board was confirmed in the Senate, June 9, 
by unanimous consent, on motion of Senator Jones of Washing- 
ton. The other nominations were referred to the commerce com- 
mittee. Senator Fletcher of Florida said he was glad to join 
in the request of Senator Jones and that the selection of Mr. 
Chamberlain was an admirable one, He said in his judgment 
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no man was better qualified to discharge the duties of a Ship- 
ping Board commissioner than Mr. Chamberlain. 

In naming the board, President Harding designated Mr. 
Lasker as the interior representative; Mr. O’Connor as the Great 
Lakes representative; Messrs. Plumber and Benson as the At- 
lantic coast representatives; Messrs. Lissner and Chamberlain as 
the Pacific coast representatives, and Mr. Thompson as the Gulf 
coast representative. 

Comment on the selection of Mr. Lasker as chairman of the 
board was made in the House by Representatives Byrnes of South 
Carolina and Byrns of Tennessee. Mr. Byrns said he noted the 
President was trying to get a $100,000 man for chairman of the 
board and Representative Chindbolm of Illinois said he would 
get such a man if he obtained the services of Mr. Lasker. The 
Tennessee representative said he had read that Mr. Lasker had 
no knowledge of ships but that he proposed to surround himself 
by shipping men. He said he hoped Mr. Lasker would make a 
success as chairman. Mr. Byrnes said he wished Mr. Farrell had 
been appointed chairman. He also asked why Mr. Piez was not 
appointed. He referred to the selection of Mr. Lasker as a “great 
descent from steel to pork and beans. It is a great descent from 
brains to beans.” The comment was in reference to a previous 
remark that Mr. Lasker owned stock in the Van Camp Packing 
Company. 

Representative Good paid tribute to Mr. Lasker as a man 
of high ability, of integrity and courage. He said he might not 
be informed with regard to the building and operation of ships 
but that “we propose that the government get out of the business 
not only of building ships and running ships but get into the 
business of immediately selling these ships to private business 
that will operate them.” 

’ Mr. Lasker was credited in the debate with having originated 
the “wiggle and wobble” Republican campaign slogan last year. 
Mr. Good said he did not know about that, but that the former 
administration had done nothing but wobble as far as the Ship- 
ping Board was concerned. 

“They have wobbled us into more debts than we can pay,” 
he added, “‘and if we can just wiggle out the people will be satis- 
fied. If the past administration had had a little wiggle with all 


of its wobbles we would not have these enormous deficiency. 


bills.” 

The conference report on the deficiency appropriation bill, 
which eliminated $50,000,000 of the appropriation for the Ship- 
ping Board as provided by the Senate, was taken up in the House. 
The conferees accepted the House provisions for the Shipping 
Board, which give the board $36,852,000 for the completion of 
vessels under contract and $25,000,000 for next year for comple- 
tion of the building program, but nothing for operation of ships 
or the payment of claims. The House plan contemplates the 
board using money from ship sales for operation and the pay- 
ment of claims. The amendment providing that the Emergency 
Fleet Corporation sell its wooden ships by October 1 also was 
eliminated by the conferees. The conference report was expected 
to be adopted. 


SHIPPING BOARD APPROPRIATIONS 


The Trafic World Washington Bureau 


Passage in the Senate June 3 of the deficiency appropriation 
bill carrying $75,000,000 for the Shipping Board, as against 
$61,000,000, as carried in the bill when it passed the House 
recently, was preceded by a lengthy debate on the affairs of 
the board in which Senator Kenyon, of Iowa, attacked salaries 
paid to officials employed by the board and submitted several 
personal telegrams sent by employes of the board for which the 
government paid. ° 

The Iowa senator charged there has been extravagance 
and “a waste of the people’s money that is absolutely criminal.” 

“I do not know just where the responsibility rests, but if the 
American people are to carry the burden of the loss in building 
up a merchant marine that loss must be made as small as pos- 
sible,” said he. “It has been variously estimated that we are 
losing in the operation of our merchant marine from $500,000 
to $1,000,000 a day. The extravagance has had something to 
do with it.” 

The senator also said another factor entering into the situa- 
tion was that the American people do not seem willing to sup- 
port their merchant marine. He referred to the retiring am- 
bassador to Great Britain and the new ambassador traveling on 
British ships and that other prominent Americans who have 
been preaching support of the merchant marine use British 
vessels when they go to Europe. The new Shipping Board, he 
said, should cut the salary list “to the bone.” He believed the 
board has too many lawyers employed in the legal division. He 
said the general counsel gets $10,000 a year; the assistant coun- 
sel, $7,500; and that there were 25 or 30 assistant counsels 
with salaries ranging from $6,500 down to $3,000. In the divi- 


sion of operations, he said, the salaries aggregated $137,000 a 
year, and that the salaries in the supply and sales division ag- 
gregated $90,000 a year. He showed that the heads of a number 
of the board’s departments get $10,000 a year, while the comp- 
troller gets $15,000. : 

Senator Kenyon said he thought an investigation would 
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show that “one of the assistant auditors is a chauffeur for one 
of the gentlemen drawing one of these large salaries.” He 
referred to the House investigation of the board and said if the 
senators would look over that record they would find that “this 
thing has been reeking with graft, if the witnesses are to be 
believed; but there are many small things and many small 
extravagances.” 

“On one day,” he continued, “I find nearly two pages of 
printing bills and vouchers, a list of vouchers running up, | 
should judge, between forty and fifty thousand dollars—just one 
day of printing.” 

A number of telegrams were read by the senator to show 
that the government has been paying for personal messages of 
Shipping Board employes. One of these messages read as fol- 
lows: “Leave door open. Will be home about midnight to-night. 
(Signed) Ed.” 

“These gentlemen are interested, some of them, not only in 
leaving the door open, but in leaving the door open to the Fed-. 
eral treasury,” commented Senator Kenyon. 

Another telegram charged to the government read: 

“Very sorry, but oversold for Yale game.” 

“The government is apparently paying for messages to 
secure tickets for football games,” he added. 

Another telegram sent, he said, to a young lady “down in 
Virginia,” read as follows: “Can not get down until Tuesday 
morning, Hotel Fairfax, 8:30.” 

“That little message cost the government only 25 cents,” 
said Senator Kenyon. “I do not know what it cost otherwise.” 

Senator Pomerene said several weeks ago he was furnished 
information that the Shipping Board made freight rates from 
Hamburg, Germany, to the Argentine on United States vessels 
which were less than the rates for similar cargoes to American 
merchants from New York to the same ports in the Argentine. 
He said he had requested a report from the board on that point, 
but had not received it. Senator Poindexter wanted to know 
whether the Shipping Board agent at Hamburg was a German, 
an Englishman or an American. He said some time ago the 
board’s agent at Valencia, Spain, was the British consul there, 
although there is an American consul there. 

Senator Edge said while investigations could produce sen- 
sational results daily as to what had happened in the past, the 
question was whether it is practical to have the merchant 
marine administered by the government under existing laws. 
He said he thought the past had been sufficiently exposed by the 
House investigation and that thought should be directed to 
the future. 

“If I had anything to do with it, I would wipe the Shipping 
Board out of existence and appoint some one director, some one 
man, with undivided authority under the law to liquidate its 
affairs,” said Senator Poindexter. 

Senator Warren commented that Admiral Benson had said 
the board could not sell its ships at the present time for $500 
each. 

Senator Kenyon had the secretary read an article stating 
that among prominent Americans recently sailing for Europe 
on British vessels were John Barton Payne, former chairman 
of the board, Ambassador Harvey and Kermit Roosevelt. 

It was suggested by Senator Fletcher that it had been 
claimed that the matter of prohibition “cuts quite a figure with 
some people traveling across the ocean.” Vessels under the 
American flag are supposed to be “dry.” Senator Kenyon, who 
recently made a trip to Europe, said he wished to testify from 
observation that at least one American ship was not “dry” and 
that he thought none of them were. 

Senator Fletcher expressed the opinion that the Shipping 
Board should not be condemned because some clerk sent a 
foolish telegram and charged it to the government. He said 
no one could excuse the extravagance that had been discussed, 
but that “we ought to get down to an economical basis and have 
those people go to work and limit their expenditures to legitt- 
mate purposes and conduct affairs on strict business lines. 
He did not think there could be wise and efficient administra- 
tion of the board’s affairs because of the constant changes on 
the board and the delays in filling vacancies thereon. He said 
unless a merchant marine were established now “we shall never 
in our lifetime see a decent American merchant marine.” He 
declared he repudiated the notion that the government neces- 
sarily is unfit, incompetent and incapable of operating merchant 
ships. He said while he would much rather see the ships 
operated by private owners there was no necessity for failure 00 
the part of the government in operating ships. ’ 

Senator La Follette, referring to the testimony of Julius 
Kruttschnitt, chairman of the Southern Pacific, before the Set 
ate interstate commerce committee on the operation of Ship 
ping Board vessels under the agency agreement in the coast- 
to-coast trade, questioned the wisdom of appropriating money 
for continuation of agreements of that character. He said it 
seemed to him that the agreement opened the way for a most 
wasteful expenditure of public money. Senator Jones said the 
new board would take up that question and that he hoped the 
practice would not be continued. 

An amendment, offered by Senator Lenroot, providing that 
the Emergency Fleet Corporation sell all its wooden ships by 
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June 11, 1921 


October 1, 1921, was adopted. Senator Smoot said the board 
had tried to sell the wooden ships, but could not get rid of ‘them. 

Senator King of Utah introduced a resolution calling on. the 
poard for a detailed statement in regard to its affairs. He said 
he desired full information concerning the affairs of the board. 

“The policy of the board,” said he, “seems to have been one 
designed to discourage the successful liquidation by the board 
of the vast property committed to its care, to prevent private 
ownership or operation, and to maintain undisturbed the divi- 
sion of operations which is culpable in the highest degree in its 
pernicious system of allocations and its destructive methods.” 


WOULD ABOLISH SHIPPING BOARD 


The Trafic World Washington Bureau 


Abolition of the Shipping Board as a means of effecting 
economy in national expenditures was advocated in the Senate, 
June 6, by Senator Frelinghuysen of New Jersey in debate on 
the army appropriation bill. The senator was replying to advo- 
cates of a reduction in the army. 

“If you want to save some money,” he said, “introduce a 
pill to abolish the Shipping Board, and let the United States 
government go out of the shipping business. Today we have 
10,00,000 tons of ocean-going tonnage, class A tonnage, taking 
out your lake transportation and your coastwise vessels, and 
today you can buy ocean-going tonnage for $80 a ton. That is 
$800,000,000.” 

Senator Jones of Washington, chairman of the commerce 
committee, referred to the merchant marine act providing for 
private ownership of vessels, but said that, so far as the abolish- 
ment of the Shipping Board was concerned, Senator Freling- 
huysen could not do “a worse thing for shipping or the govern- 
ment of the United States than to abolish it.” 

Declaring he did not agree with Senator Jones, Senator 
Frelinghuysen said the board should be kept in existence only 
long enough to liquidate the property the government owns. 

‘To maintain a proposition of $800,000,000 worth of ships 
at a cost of $400,000,000 overhead, to my mind, as a business 
man, is a rather disastrous proposition for the taxpayer and 
the government, and that is the condition that exists today,” 
said Senator Frelinghuysen. “There is where money can be 
saved.” 

Senator Jones pointed out that the Shipping Board would 
be needed after the government had disposed of its ships to 
determine administrative policies to be followed in developing 
American shipping. 

“A great many people,” said he, “ who advocate the aboli- 
tion of the Shipping Board seem to think that it is simply an 
agency to deal with government-owned ships. The Shipping 
Board, in its essential principle, was a governmental agency 
long before we had this shipping. The shipping that we have 
is an incident of the war. It came to us undesired, because 
it was absolutely necessary. I want to see this liquidation 
carried on as rapidly as possible, but I do not think we can 
give our ships away.” 

Senator Frelinghuysen said he hoped the new Shipping 
Board when appointed would “liquidate,” and that he thought 
then the marine policy of the country should be handled by one 
of the government departments and not by a separate board. 

“T. think we could not do a worse thing for the American 
merchant marine than to put this great policy and this great 
enterprise under some bureaucratic department,” said Senator 
Jones. 

Senator Reed remarked that he had received a letter from 
aman who had written to the Shipping Board for a position to 
represent the United States in some foreign port and that the 
reply he got was that “our business in foreign ports was now 
being attended to by British subjects in these respective ports.” 

“It occurs to me that we might save some money by abolish- 
ing the American Shipping Board altogether and turning it over 
to the British Board of Trade,” said he. 


“There is too much of what the senator just now men- 
tioned,” replied Senator Jones. “We cannot build up American 
shipping in that way. We are simply playing into the hands 
of our competitors when we do it.” 

Senator Kenyon discussed “this British influence in the 
Shipping Board,” saying: 

“T happen to have here in my hand a report which was 
made to the Shipping Board by a gentleman whom they sent 
abroad to look into the situation there. I had intended at some 
future time, perhaps, to use this report. It has never been 
made public, as I understand it, but it shows what Britain has 
been doing, and I am not blaming Britain; it simply shows how 
much smarter they are than we are. The gentleman who made 
the report was not retained any further in the service. 

“That gentleman who was connected with the Shipping 
Board also made another investigation, and I have another 
Teport from the files of the Shipping Board showing the list of 
Officials across the sea, the salaries, and whether they are 
British subjects or American citizens. I think it is a safe state- 


Ment, I hazard the statement, that of the 300 employes across 
the sea, 75 per cent are British subjects, and some of the most 
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important positions are filled by British subjects, such, for in- 
stance, as that of marine superintendent, Captain Blake, who is 
getting a salary of $6,000 a year—a British subject, and his entire 
department is composed of British subjects. Of course, some of 
the stenographers and other office force have to be British sub- 
jects, but to try to build up an American merchant marine 
against the British marine with the representatives of the 
American marine in nearly all the ports British subjects, and 
with about 75 per cent of their force British subjects, shows 
a situation which needs remedying. 

“IT understand, too, that up to a few months ago, when an 
American ship sailed to any port with a cargo, and had to take 
on coal at any port, such as Barbadoes, a manifest of the com- 
plete cargo had to be filed with the British consul at New York 
or other port of sailing before there was any chance of the 
vessel getting coal, and even ships which went to Russia had 
to do that, because in the North Sea they might have to stop at 
some British port and get coal. So we find that the British had 
a complete record of all the cargoes and the consignees and 
the consignors and of everything we are doing. 

“We cannot hope to build up a merchant marine under those 
circumstances, and I hope that is one thing the new board will 
change. I want to suggest to the senator from Washington, 
to think about it a little, that some provision be made for one 
of the members of the Shipping Board to be abroad, let us say, 
for a couple of years, and then come back and let another 
member go.” 

Senator Jones said he understood the situation referred to 
had been corrected to some extent in the last few months, but 
that it was still very bad. 

If conditions such as Senator Kenyon complained of in his 
speech in the Senate June 3 exist in the Shipping Board organ- 
ization, they will be corrected, according to Admiral Benson, 
chairman of the board. The chairman said he had ordered the 
speech carefully read and that he was glad to have the informa- 
tion. No doubt, he said, in an organization as large as that 
of the Shipping Board there were many things going on that 
should not be, but that as quickly as he found out about them 
they would be stopped. As an indication of what the board is 
doing, Admiral Benson said he had just issued an order requir- 
ing his approval of trips taken by officials and employes and 
that travel should be reduced to a minimum and resorted to 
only where absolutely necessary. 


AMENDMENTS TO SEAMEN’S ACT 


The Traffic World Washington Bureau 


Representative Scott of Michigan, on behalf of the House 
committee on the merchant marine and fisheries, June 6, sub- 
mitted a favorable report on the bill (H. R. 6754) designed to 
give relief to shipping on the Great Lakes by modification of 
provisions of the La Follette seamen’s act. The bill as reported 
amends sections 2, 13 and 14 of the act. 

“Transportation on the Great Lakes has reached a point 
where the situation is critical,” said the committee in its report. 
“During the past five years there has been a constant decrease 
of ship operation, particularly in the class of passenger packet 
steamers. Lines which had operated for half a century have 
removed their ships from such routes and these have been, and 
are now, out of commission and tied at the docks. In conse- 
quence of this condition at least a million people in the vicinity 
of the Great Lakes are deprived of shipping and traveling fa- 
cilities heretofore enjoyed. Owners, operators and the public 
insist that the operation of the seamen’s act of 1915, with its 
requirements and limitations, has at least contributed to making 
the operation of such ships prohibitive. 

“Your committee feel that some legislative relief is essen- 
tial. After extended public hearings, H. R. 6754 was drafted 
and is now offered to meet the situation. Your committee feel 
that the present requirement of three crews on all ships on 
the Great Lakes, regardless of the length of run or hours in 
operation, is unnecessary for the proper management of the 
ship or adequate safety of the passengers and crew, and there- 
fore offer the amendment to section 2 of the seamen’s act. 

“The amendment to section 13 of the seamen’s act, reducing 
the percentage of able seamen in the deck crew from 65 per 
cent to 50 per cent, appears imperative. When the seamen’s 
law became operative, in 1915, we had approximately four mil- 
lion tons of shipping under the American flag on the ocean and 
the Great Lakes. Today we have more than twelve million tons 
of shipping under the American flag in the same waters. In 
1915 the law required that 40 per cent of the deck crew should 
be of a rating not less than able seamen and such percentage 
increased each year until now 65 per cent of the deck crew must 
be of a rating not less than able seamen. In 1915 it was difficult 
on the Great Lakes to obtain the complement of able seamen 
required and today it is virtually impossible. 

“The United States Commissioner of Navigation of the De- 
partment of Commerce, commenting on this feature of the bill, 
in a letter to the committee says: 


The requirement that 65 per cent of the deck crew must be able 
seamen is a handicap on American commerce borne by the commerce 
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of no other nation, is a handicap on American ships with a limited 
American maritime population which ships of other nations with 
abundant native maritime population do not have to bear, and con- 
tributes practically nothing to the safety of life. 


“The amendment to section 14 of the seamen’s law extends 
the provisions of section 14 over the period from May 1 ‘to Octo- 
ber 15 instead of from May 15 to September 15, as now pro- 
vided. This extension of the season was adopted by the House 
at the last session of Congress without opposition. The climatic 
conditions on the Great Lakes are approximately the same dur- 
ing this period. Therefore your committee feel that the season 
should be extended accordingly. 

“The other amendment to section 14, allowing the use of 
certificated lifeboat men in lieu of able seamen in the manning 
of life rafts, is both necessary and desirable.” 

The bill as reported for passage follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That sections 2, 13 
and 14 of an Act entitled ‘‘An Act to promote the welfare of American 
seamen in the merchant marine of the United States; to abolish 
arrest and imprisonment as a penalty for desertion, and to secure the 
abrogation of treaty provisions in relation thereto; and to promote 
safety at sea,’’ approved March 4, 1915, be, and the same are hereby, 
amended as follows: 

That section 2 of said Act be amended by adding the following: 
“Provided, That on the Great Lakes and their connecting waters, 
where such a vessel is operated less than six hours out of twenty- 
four hours, the provisions of this section shall not apply; and where 
such a vessel is operated not less than six hours nor more than twelve 
hours out of twenty-four hours, the oilers, water tenders and firemen 
shall be divided into at least two watches, which shall be kept on 
duty successively for the performance of ordinary work incident to 
the sailing and management of the vessel: Provided further, That 
where such vessel is operated more than twelve and less than six- 
teen hours out of twenty-four hours, the oilers and water tenders 
shall be divided into at least two watches and the firemen into at 
least three watches, which shall be kept on duty successively for the 
performance of ordinary work incident to the sailing and management 
of such vessel: And provided further, That the oilers and water tend- 
ers shall not be required to be on duty more than twelve hours out of 
twenty-four hours, and the firemen shall not be required to be on duty 
in the fireroom more than eight hours out of twenty-four hours. 

That section 13 of said Act be amended by adding the following: 
“Provided further, That on the Great Lakes and their connecting 
waters 50 per centum of the deck crew of such vessel, exclusive of 
licensed officers and apprentices, shall be of a rating not less than 
able seamen.” 

That the paragraph under section 14 of said Act with reference 
to lifeboat and raft requirements for passenger vessels operating on 
the Great Lakes be amended to read as follows: 

“At no moment of its voyage may any passenger steam vessel of 
the United States on the Great Lakes, on routes more than three 
miles offshore, except over waters whose depth is not sufficient to 
submerge all the decks of the vessel, have on board a total number 
of persons, including passengers and crew, greater than that for 
whom accommodation is provided in the lifeboats and pontoon life 
rafts on board. The accommodation provided in lifeboats shall in 
every case be sufficient to accommodate at least 75 per centum of 
the persons on board. The number and types of such lifeboats and 
life rafts shall be determined by regulations of the Board of Super- 
vising Inspectors, approved by the Secretary of Commerce: Provided, 
That during the interval from May 1 to October 15, inclusive, any 
such steamer shall be required to carry accommodation for not less 
than 50 per centum of persons on board in lifeboats and pontoon life 
rafts, of which accommodation not less than two-fifth shall be in life- 
boats and three-fifths may be in collapsible boats or rafts, under 
regulations of the Board of Supervising Inspectors, approved by the 
Secretary of Commerce: Provided further, That all passenger steam 
vessels of the United States, the keels of which are laid after the 
ist of July, 1915, for service on ocean routes, or for service from 
October 15 to May 1 on the Great Lakes on routes more than three 
miles offshore, shall be built to carry, and shall carry enough lifeboats 
and life rafts to accommodate all persons on board, including passen- 
gers and crew: And provided further, That not more than 25 per 
centum of such equipment may be in pontoon life rafts or collapsible 
lifeboats.”’ 

That the paragraph of section 14 of said Act under the caption 
‘Manning of boats,’’ be amended by adding thereto the following: 
“Provided, That on the Great Lakes and their connecting waters cer- 
tifleated lifeboat men may be used in lieu of able seamen in the 
manning of life rafts.”’ 


BIDS FOR VESSELS REJECTED 


The Trafic World Washington Bureau 


Bids from the Luckenbach Steamship Company and Carter 
& Carter of New York on the South Bend, the Marica and the 
Edellyn, three vessels of approximately 12,000 deadweight tons 
each, offered for sale by the Shipping Board, have been rejected 
by the board. The Luckenbach Company submitted three bids. 
One was for $730,120 for the three ships, or about $20 a ton, pay- 
able cash. Another bid provided for payment of $912,650 over 
a period of ten years. The remaining bid provided for payment 
of $1,131,000 conditioned on the board agreeing to make neces- 
sary repairs. The Carter & Carter bid was at the rate of $10 a 
ton. 

Admiral Benson said the cost of reproducing the vessels 
would be about $110 a deadweight ton at present costs and that 
the board should get at least $47 a ton, thus making allowance 
for depreciation and cost of reconditioning the boats. If the 
board can not sell the ships at what it regards an adequate price, 
consideration may be given to fitting them with electric drives 
or modified Diesel engines. Admiral Benson said the vessels 
were particularly adapted for the use of those devices and that he 
would like to see them remodeled along those lines. The vessels 
have been used by the Army and require considerable repairing. 
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FREIGHTS AND CHARTERS 


(Issued by the U. S. Shipping Board) 
June 2 


; There are some active inquiries in the freight market, but 
in the majority of cases shippers seem more desirous to obtain 
lower rates than to contract for immediate cargo space. 

It is understood, however, that there are a good many orders 
in the hands of American coal sellers for continental discharge, 

Foreign vessels continue to carry the bulk of the coal car. 
goes, charterers still being reluctant to take on American ton. 
nage, although on the whole, American vessels sailed without 
difficulty. 

The European-River Plate market continues steady, and the 
record rate for recent fixtures of 58s 8d was paid for June posi- 
tions, with inquiries beyond that date. Time charter fixtures 
for trans-Atlantic trading continued at about 6s 6d. Most of 
these vessels were to be used in the coal trade. 

Ship arrivals during .April at Baltimore were 178, an in- 
crease of 21 over March. United States vessels led with 109, 
six more than the previous month. One bark and seven schoon- 
ers were included in the list. 


Charters 


wae Ban (Fr.), 665 tons, Philadelphia to France, coal, private 
rms. 
_ Str. Oregon (Dan.), 2900 tons, Philadelphia to Rio Janeiro, coal, 
private terms. 
_ Str. Panola, Philadelphia to Scandinavia, grain and general cargo, 
Private terms. 
_ Str. Sawoka, 4108 tons, Virginia to Gibraltar, for orders, coal, 
private terms. 
_ Str. Skagern (Swed.), 3605 tons, Atlantic range to West Italy, coal, 
$6, option Adriatic $6.50. 
Steamer, 4500 tons, 10 per cent, San Lorenzo to United Kingdom 
or Continent, 55s; June. 
_ Steamer, 5800 tons, north Pacific ports to United Kingdom or Con- 
tinent, grain, 57s 9d; June. 
_, Str. West Segovia, 8001 tons, 10 per cent, northern range to United 
Kingdom, $6; prompt. 
Str. Opollo, 6000 tons, 10 per cent, San Lorenzo to United Kingdom 
or Continent (Gibraltar-Hamburg range), 50s; June 30, canceling. 
Str. Farsum, 3400 tons, 10 per cent, Santa Fe to United Kingdom 
or Continent, 57s 6d; June 5-25. 
Str. Vega, 4300 tons, 10 per cent, San Lorenzo to United Kingdom 
or Continent, 56s 3d; May 30, canceling. 
Str. Patrick Henry, Baltimore to Hamburg or Bremen, 47,000 
quarters grain, private terms; prompt. 
__, Str. Nilemede (Br.), 2697 tons, and Oneka (Br.), Atlantic range to 
United Kingdom, coal, $6, and discharge. 
_ Str. Fairmont, 3369 tons, Atlantic range to United Kingdom, coal, 
private terms; prompt. 
__Str. Masuda, 3605 tons, Atlantic range to United Kingdom, coal, 
$5.75, free discharge; option of French Atlantic port, same rate. 
Str. Pengreep (Br.), 3007 tons, and Greladen (Br.), 2578 tons, 
Atlantic range to River Plate, coal, private terms. 
ink — Sir Thomas Lipton, 1188 tons, Norfolk to Bermuda, coal, pri- 
vate terms. 


June 3 


Exports and imports remain at a very low ebb, and the 
charter market is principally confined to coal and grain car- 
riers, the terms for which, in the majority of instances, the con- 
tracting parties prefer to withhold. This is especially true where 
fixtures are made on this side. 

Spot tonnage is wanted for coal exports, and this is greatly 
restricted, owing to labor troubles along the American Atlantic 
coast. Charters have been effected on the other side on the 
basis of 30s to 32s 6d on Welsh basis, at the same time fixtures 
are reported in this market at $5.50 to $5.75, free discharge, on 
July form. . 

A number of countries which have been out of the market 
for several weeks are again showing interest in American coal, 
including Rotterdam, which is offering $5 for early June steam- 
ers. 

South American rates are extremely weak owing to the ex- 
cessive offering of tonnage in the last few weeks for this direc- 
tion. Orders of any kind to the east coast of South America 
are practically non-existent. 


The demand in the grain market is somewhat keener from 
Montreal than from other ports. ; 


Cargoes of case oil are scarce, and very little is offering 
from the northern ports. From Port Arthur a steamer of about 
160,000 cases could be placed to South African ports at about 
35 cents per case for one port, 1 cent extra for each additional 
port and 2 cents extra for the outports like Mauritius, etc., for 
first half of July loading. 


Charterers are also looking for a steamer from the Gulf to 
China or Japan, for last half of July, at about 30 cents per case 
for about 200,000 cases, with a possibility of a slight increase 
in rate. 

Charters 


Str. Knowley Hall (Br.), 2705 tons, Philadelphia to Levant, general 
cargo, private terms. 

Str. Maplemore (Br.), 3668 tons, Philadelphia to United Kingdom 
or Continent, coal, private terms. 

Str. City of New York (Br.), 5031 tons, Calcutta to Philadelphia, 
general cargo, private terms. 

Str. Santa Elena (Fr.), Montreal to United Kingdom, 37,000 quar- 
ters grain, two trips, 6s 3d and 6s 6d if two ports, option of Continent, 
25¢ per 100 lbs. Canadian currency, option of Atlantic range to the 
Centinent 25c per 100 lbs., U. S. currency; June-July-August. 


June 
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June 11, 1921, 


Str. Manchester Civilian (Br.), 2927 tons, Philadelphia to Ham- 

, grain, 25c per 100 lbs; June. , . 
> Western Queen, 4430 tons, Lower River Plata to New York, 
grain, $8, option of upriver loading, $10; June-July. f 

Strs. Telfiku Maru Pe a ae (Gr.), Atlantic range to 
jnited Kingdom, coal, $6, free discharge; June. 
Unistra. Maplemore (Br.), 2668 tons, Falls City (Br.), 2971 tons, and 
Reman Prince (Br.), Atlantic range to United Kingdom, coal, 30s, free 
discharge. é : 

Str. Luceric (Br.), 4164 tons, Baltimore to Genoa, coal, private 
terms; prompt. 


June 4 


In the fact of the marine workers’ strike, steamship lines 
are moving their ships with remarkable regularity, although it 
is fortunate that the strike came when there is comparatively 
little ocean freight moving, otherwise commerce would be a 
greater sufferer. 

At New York, clearances of about the usual number are 
being issued, and vessels are moving out of port in fair numbers 
each day. Conditions at other ports along the Atlantic Coast 
and South America are reported about the same as those at New 
York. 

Charters in the coal trade are fair, and grain carriers are 
numerous enough to fill the demand. ; 

Fortunately for American tonnage, the western millers are 
diverting their flour exports to these ships. This business has 
been going to ships of foreign register until very lately. ‘ 

It is reported that the French Line is willing to abide by 
the rates established by the Gulf Shipping Conference, except 
that it desires freedom of action in making rates on cotton, 
cottonseed meal and cake, forest products, sulphur, grain and 
phosphate, from the Gulf to any port to which the line operates. 

It is understood that the Gulf operators are unwilling 10 
agree to all these propositions, as the commodities named con- 
stitute the bulk of exports from Gulf ports to the ports affected 
by the agreement, but would be willing that grain, sulphur and 
phosphate should be dealt with by each operator as he sees fit, 
retaining the other named ‘commodities as cargo for which the 
conference would fix inviolable rates. 

Westbound freight rates by steamer from the Atlantic coast 
to the Pacific have been reduced about 10 per cent on thirty com- 
modities, such as earthenware, bathtubs, iron wire, etc. 


Charters 


Str. Canadian Mariner (Br.), Montreal to Hamburg, 30,000 quarters 
. eT toe ce “1750 tons, eaentie range to United 
Singiomn, coe ae eS nae tenn, canatie range to Nantes, coal, 
ma ee (Swed.), 1510 tons, Baltimore to Copenhagen, coal, 
“" ee ear Civile (Br.), 2927 tons. Sydney, Cape Breton, to 
United Kingdom, coal, private terms; prompt; corrected. 


June 6 


The outlook in the freight market is somewhat brighter 
than it has been for several months. Not only are inquiries 
coming in from all directions, but daily bookings for cargo space 
are growing numerically larger. This is the case particularly 
with respect to Mediterranean trade. 

Greece continues to want grain and other American com- 
modities, while west Italy shows eagerness for additional quan- 
tities of coal, and Scandinavian interests are greater. 

Representatives of Russian interests are in the market 
seeking to contract for steamer space for from 40,000 to 60,000 
tons of American machinery, steel, and a large quantity of mer- 
chandise. It is reported that payment for these goods was to 
be offered in German products. ’ 

In spite of reports that foreigners are contracting for Amer- 
ican coal, the local charter market is quiet, and rates are dis- 
posed to weakness. ; 

There is a fair demand for time charters on prompt single- 
deck steamers at about 6s per ton, deliveries here or abroad, for 
either round trips or periods up to one year, but the rates asked 
are a trifle over this rate. 

Charters 
1 Str. Ameland (Du.), 5201 uae = per cont. San Lorenzo to the 
Inited Kingdom or Continent, 55s; June, canceling. i e 
a Str. Portfield, 7200 tons, 10 per cent, Bahia Blanca to United King- 
om or Continent, 50s; June 10-20. : 

Str. Pengully (Br.), Baltimore to Hamburg, 20,000 quarters grain, 
24c per 100 Ibs: prompt. ; bs om ; 
__Str. Ionia (Gr.), 2951 tons, Atlantic range to T nited Kingdom, coal, 
$5.75: prompt. . = 

Strs. Ramdwijk (Du.), 1507 tons, and Quillwork, 4445 tons, At- 
lantic range to United Kingdom, coal, $5.75 and discharge. : 

Str. Dondo (Port.), 2574 tons, Sydney, Cape Breton, to Lisbon, 
coal, $5.50; prompt. : . 

Str. Nora Hugo Stinnes No. 2 (Fr.), 3190 tons, Atlantic range to 
Brazil or River Plate. coal, $5: prompt. 

130 Ship Lancing (Nor.), 2546 tons, Matane to Glasgow, spoolwood, 
30s, 


.. Str. St. Andrews. 5200 tons, 10 per cent, San Lorenzo to United 
Kingdom or Continent, 45s: July 15 to August 15. . 
Str. Eleni Stathatos. 4500 tons, San Lorenzo or Bahia Blanca to 
United Kingdom or Continent, 55s, with options; June 20, canceling. 
Str. Zenohia. 4500 tans. 10 per cent, Rosario to United Kingdom or 
Continent, 55s, with full options: June 20, canceling. 
June 7 


Rates on several commodities, especially on grain and flour, 
to the United Kingdom have been reduced by the United King- 
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dom Conference. Grain from Atlantic ports to the United King- 
dom was cut from 7s to 5s, and flour from 34c to 26c. In case 
of grain, rates have remained practically at a standstill for sev- 
eral months, and the reduction will doubtless affect rates from 
Canadian and Gulf ports. It is thought that provisions and cot- 
ton rates will be reduced shortly. 

The demand for steamers is slight, although several sailing 
vessels have been fixed for lumber. 

Northwest grain is absorbing tonnage, and it is reported that 
a Japanese steamer has been chartered for grain from Portland, 
Ore., to the United Kingdom at 58 shillings. 

There is a ‘fairly good movement of export grain from Gulf 
ports. 

It is reported that a fleet of Japanese vessels are to carry 
a total of 6,300,000 feet of lumber and railway ties consigned to 
China and India from Puget Sound. 


Charters 


Str. Natal (Dan.), 2675 tons, Portland, Ore., to United Kingdom, 
grain, 6s; June. 

Str. Bendoran (Br.), 2587 tons, Portland to United Kingdom, grain, 
60s, or Mediterranean 62s 6d; July. 


- Str. Tranquebar, 5000 tons, Northern States to Rio or Plate, $4.75; 
May. 

Str. Georges Mandacas, 4500 tons, northern range to Gibraltar, 28s 
9d; prompt. 

Str. Bradavon, 7000 tons, northern range to Gibraltar, $5.90; 
prompt. 

a Skagern, 3605 tons, n. r., northern range to Venice, $6.50; 
prompt. 

Str. Tollard, 4624 tons, Atlantic range to United Kingdom or 
French Atlantic port, coal, $5.75, free discharge. 

Str. Heliken (Nor.), 1385 tons, Atlantic range to Douro, Lisbon, 
coal, $6.50; prompt. 

Schr. Genebat Kathleen, 542 tons, Mobile and St. Andrew’s Bay to 
Arecibo, P. R., lumber, $12.25. . 

Schr. Sehome, 620 tons, a gulf port to Porto Rico, lumber, $12. 

Schr. J. Edward Drake, 780 tons, Mobile to New York, lumber, 
plivate terms. 


Schr. Esther Melburne, 653 tons, a gulf port to Providence, lum- 
ber, $10.25. 
June 8 


The freight market continues moderately active, and while 
charterers are receiving many inquiries for coal, firm orders of 
business are not as plentiful as the number of requests for quota- 
tions might indicate should be the case. 

The United Kingdom orders have been very spasmodic, ap- 
parently indicating that the English situation is still uncertain. 

Prompt steamers are most in demand. Vessels for early 
June loading continue somewhat scarce, and owners are not 
anxious to fix further steamers until the trend of the market has 
been ascertained. 

Rates in general are steady, as about the levels previously 
reported, and it is the general belief on the part of the owners 
that this will continue for at least one or two more months. 

Orders continue to come from Denmark, but other Scandi- 
navian and Baltic ports are quiet. Germany and Holland show 
very little demand. The South American market continues ex- 
tremely dull. A large number of vessels continue to offer, but 
firm orders are very scarce. The Plate has been done at less 
than $4.25, this being undoubtedly due to the attractive rates 
offering in the return grain trade. A slight stiffening in time 
charter rates for the West Indies market might indicate that 
better business may be available in the near future. 

A few vessels have been placed in the time charter market 
for transatlantic trading, but this market is not active as a whole. 


Charters 


Strs. Strathfilan (Br.), 30,000 quarters grain, and Fishpool (Br.), 
Montreal to United Kingdom, 29,000 quarters grain. 6s 11%d: prompt. 

Str. Ryfuko Maru (Jap.), 4259 tons, north Pacific ports to United 
Kingdom or continent. grain, 57s 6d; June 25. 

Str. Ferngarth (Br.), Atlantic range to United Kingdom, coal, 
$5.75 and discharge. 
“ af Bradford City (Br.), Atlantic range to United Kingdom, coal, 
32s 


Str. Nordkyn (Dan.), 2397 tons, Atlantic range to Copenhagen, 
coal, $6.25; prompt. 


, —-- (Ger.), Atlantic range to Palermo, 4000 tons coal, 
abou 4 

Str. Monginevro (Ttal.). Atlantic range to Port Said. coal. 35s. 

Str. Penmont (Br.), 1432 tons, Atlantic range to Gibraltar, coal, 
30s; prompt. 

Str. San Rossaro (Ital.), 3512 tons, Atlantic range to West Italy, 
4300 tons. coal: prompt. 


4 Immacolata (Fr.), 2709 tons, a gulf port to River Plate, lum- 
er, $10. 


Str. Gurth (Nor.), three months’ time charter to West India 
trade, $2.75. 


OCEAN TRANSPORTATION TO ALASKA 


The Trafic World Washington Bureau 


The legislature of the territory of Alaska has _ petitioned 
Congress in a memorial for the establishment of adequate ocean 
transportation facilities to Alaska. In the memorial it was 
stated that ocean transportation between Alaska and the states 
during recent years has greatly decreased in efficiency and has 
increased in expense so that the industries of the territory face 
extinction. Private companies, the memorial stated, have shown 
themselves either unwilling or unable to furnish necessary 
transportation facilities. Federal aid is requested by the ter- 
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ritory for the maintenance of reliable routes of transportation 
at such cost to the public as will tend to revive the vanishing 
industries. 


JAPANESE CHARTER RATES 


The Trafic World Washington Bureau 


Trade Commissioner Halleck A. Butts at Tokyo, in a report 
to the Department of Commerce, said that charter rates for 
ocean and round-the-world service were quoted at 3.50 yen per 
ton, but that there have been no transactions. 

“The freight rate of tea from Japan to the United States 
has been fixed at $8 per ton, a 20 per cent reduction compared 
with last season,” said he. “The anticipated season’s shipment 
is from 15,000,000 to 17,000,000 kin (1 kin—=114%4 pounds). A 
special reduction has been announced by the Nippon Yusen 
Kaisha for cotton-yarn exports to China, and to meet foreign 
shipping competition slight reductions have been announced in 
freight rates to South America and South Africa on Japanese 
cotton goods. 

“The Yokohama Exporters’ Association has filed a petition 
with the Imperial Railways wherein they ask a 50 per cent re- 
duction in rates on export goods. Thus far no action has been 
taken, but considering the present attitude of the financial 
leaders, some of whom are closely associated with the govern- 
ment, it is not unlikely that some concession will be granted.” 








ONIONS SHIPPED BY BOAT 


“Arrival of Texas onions this season in New York are 
equivalent to 690 carloads,” the Department of Agriculture says 
in the current issue of the Market Reporter. “Of this quantity 
619 carloads came by boat and only 71 by rail The contrast is 
remarkable compared with last season when shipments reported 
were made by rail. The rail-and-water freight rate to New York 
via Galveston from Texas producing sections is $1.12% per 100 
pounds, while the all-rail rate is $1.65% per 100 pounds. Allow- 
ing 50 pounds. weight per crate, there is a saving of about 26% 
cents on each crate shipped. It seems to be the opinion of the 
New York trade that the stock shipped by boat arrived in as 
good condition as that shipped by rail.” 


SALE OF GOVERNMENT BARGES 


The War Department has announced the sale of the govern- 
ment equipment on the New York State Barge Canal to a syndi- 
cate of New York men for $1,000,000. The syndicate is com- 
posed of Edward S. Hughes, E. G. Warfield, W. L. Williams, 
Jeorge Kern and James G. Trainer. The equipment consists 
of steel and concrete barges built by the government during 
federal control. The War Department was directed to dispose 
of the equipment and cease operations on the canal by a recent 
act of Congress. 





SHIPPING BOARD OFFICES MOVE 


The offices of the Shipping Board in Washington are now 
in part of the Navy building at 17th and B streets. Moving of 
the offices from 1319 F street was completed this week. 


THE CUMMINS INVESTIGATION 


The Trafic World Washington Bureau 


The question of whether the labor provisions of the trans- 
portation act give the Labor Board jurisdiction. over rules ap- 
plying to work by the piece or by the hour was raised by Sena- 
tor Stanley before the Senate committee, June 3, when E. T. 
Whiter was testifying as to the effect of the provisions of the 
national agreements. 

Mr. Thom said, while there was nothing in the law to give 
the board original jurisdiction if a dispute arose between the 
railroads and the employes as to piece work, the beard would 
then have the right to pass upon it. 

Senator Cummins said he did not think there was anything 
in the act which required the railroads to observe the national 
agreements after March 1, 1920, and that they might have at- 
tempted to change the rules and regulations thereunder im- 
mediately on the termination of federal control. But the moment 
they attempted that and the employes resisted, he said, a dis- 
pute would have been created for the board to pass upon. He 
reiterated his belief, expressed previously in the hearings, that 
he did not knaw upon what authority the Labor Board had the 
right to say whether the national agreements should be con- 
tinued or abrogated. 

Mr. Whiter explained how the question of the national 
agreements came before the board. He reviewed the establish- 
ment of the bi-partisan board by the railroads and the employes, 
at the request of President Wilson in March, 1920, and told of 
the representatives of the employes contending that the national 
agreements should be continued in connection with the demands 
for increased wages. ‘He said the railroads contended the na- 
tional agreements were not a part of the question—that only 
wage increases were to be considered. When the matter got 
before the Labor Board, he said, the employes again injected the 
question of continuation of the national agreements into the 





THE TRAFFIC WORLD 


Vol. XXVII, No. 24 


issue and that he assumed the Labor Board considered the ques. 
tion was before it as a dispute. He said he protested against 
the board assuming jurisdiction as to the national agreements 
but that he was overruled. 

Senator Poindexter inquired whether there was anything ip 
the act preventing a railroad paying for work on the piece basis, 
referring to the abrogation of piece work by the Railroad Admin. 
istration. Mr. Whiter said he thought not, but that up to Septem- 
ber 1, 1920, because of the provision in the act that wages should 
not be reduced before that date, the railroads could make no 
changes in working rules and regulations that would have re. 
sulted in reduction of pay. He said the chief thing gained from 
the Labor Board’s decision as to the abrogation of the national 
agreements was that it would enable the roads to get away 
from centralization in dealing with their employes, as the board 
held the individual roads should negotiate with their employes 
as to new rules. He said it was still to be determined, however, 
whether agreements could be reached that would be fair to the 
roads and the employes. 

“Who is responsible for these rules?” asked Senator Cum- 
mins, breaking in on Mr. Whiter while he was explaining the 
effect of a certain rule in the national agreements. “I assume 
that the Director-General theoretically was, but who actually 
drew them up?” : 

Mr. Whiter said the committee that drew up the rules was 
composed entirely of men who were affiliated with the labor 
organizations. 

Rule after rule under the national agreements was taken up 
by Mr. Whiter to show that application of them was unfair to 
the railroads and caused expenditures for work not actually per- 
formed. 

The testimony was much the same as Mr. Whiter had pre. 
sented to the Labor Board at the hearings on the national agree- 
ments. He did not read all of his prepared statement, at the 
request of the committee, but the entire statement will be printed 
in the record. Mr. Whiter will finish his testimony when the 
hearing is resumed, June 14. 


MORE ROADS SEEK WAGE REDUCTIONS 


Dissatisfaction with the measure of reduction in wages 
allowed the railroads by the Labor Board in their decision cf 
June 1, was the keynote of the representations of the managers 
made before the board, June 6, at the hearing on the wage re- 
ductions proposals of 1388 lines, the disputes of which have 
come before the board since hearings on the original proposi- 
tions were begun. The Board’s resolution of May 17 stated 
that these additional disputes were to be decided so that any 
order on them could be made effective July 1, simultaneously 
with the decision in the original disputes. It was therefore 
generally expected that these hearings would be more or less 
perfunctory. 


The railroads, in presenting their case, however, seized on 
the opportunity to object to the amount of reduction allowed. 
J. G. Walber, representing the eastern roads, said that wages 
should be fixed in the same manner that the Interstate Com- 
merce Commission fixes rates. “The Commission,” he said, 
“recognizes differences in the commercial necessities of different 
parts of the country by establishing different rate regions. It 
appears sound reasoning to hold that the largest single area to 
be considered by the board in fixing wage scales should corre- 
spond with the various rate territories. The standard of wages 
for all classes of railroad employes which disregards local eco- 
nomic conditions is a violation of economic laws. The attempts 
made during the past few years to standardize wages all over 
the country are a contributing factor to the present situation.” 

In addition to urging the board to amend its decision so 4s 
to make the reduction coincide with the 20 per cent increase 
of July, 1920, Mr. Walber asked that the order be made to cover 
the removal of punative overtime provisions. This was objected 
to by W. S. Carter, chief of the enginemen and firemen. He said 
the matter was not properly one of wages, but of rules. Mr. Wal- 
ber, in reply, said that orders to pay punative overtime were 
contained in Decision No. 2—the wage increase order—and 
therefore they might well be considered as matters of wages. 

J. W. Higgins, executive secretary of the Association of 
Western Railways, said that the reductions awarded were not 
adequate and that the western roads would stand squarely on 
their request for a 20 per cent decrease. He said that this 
would help the roads to the extent of $700,000,000, instead of the 


$400,000,000 which the board estimated would be saved by the — 


reductions allowed. 

According to B. M. Jewell, president of the railway employes 
section of the American Federation of Labor, referendum ballots 
have been mailed to the maintenance of way employes to learn 
their attitude on the wage cut. Mr. Jewell said that unskilled 
track labor, which was reduced 18 per cent, was the least 
able to stand a cut and that it was unfair to lay the heaviest 
burden upon it. 

Hearing on the wage reduction proposals of 138 additional 
lines came to a close before the Labor Board, June 9. Good feel- 
ing was the keynote of the final sessions, representatives of the 
managements offering to open their offices and books to the labor 
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leaders, and stating that they would “sooner see a wage increase 
than be guilty of misrepresentation.” In reply the labor leaders 
promised a program of co-operation that will “make a record for 
efficiency, economy and service.” 

The Labor Board has under advisement the dispute of the 
Pullman Company, which reduced wages after mass-meetings of 
their employes in various localities. The labor union heads claim 
that the controversy is not properly before the board because 
conferences were not held with heads of organizations. The 
poard will decide the point within the next few days, it was an- 
nounced. 


LABOR BOARD SEEKS EXAMINERS 


The United States Civil Service Commission has announced 
an open competitive examination for examiners. Three vacan- 
cies under the United States Railroad Labor Board, Chicago, 
Ill., at $4,500 a year, and vacancies in positions requiring similar 
qualifications, at this or higher or lower salaries, will be filled 
from this examination, unless it is found in the interest of the 
service to fill any vacancy by reinstatement, transfer or promo- 
tion. 


Qualifications include experience as a wage schedule expert 
for railroads, or a diploma from a recognized law school, or 
two years’ experience in the general practice of law. Communi- 
cations should be addressed to the United States Civil Service 
Commission, Washington, D. C. Applications will be received 
until July 5. 


WARFIELD ENGINEERS STUDY ROADS 
The Trafic World Washington Bureau 


S. Davies Warfield announced, June 5, the appointment by 
the National Association of Owners of Railroad Securities of a 
board of six engineers to study the transportation system of 
the country and to suggest economies. 


“The work to be performed by this board is regarded as 
an important step in the solution of the country’s transportation 
problems,” said the statement. “The security owners are greatly 
concerned. Interest on railroad bonds generally is not being 
earned. 


“The general demoralization incident to poor business, low 
earnings, high operating costs, movement for reduced rates, 
the valuations and proposed consolidations, together with the 
friction between the roads and their employes, in the opinion of 
the security owners, is far from reassuring. 


“The executive committee and the board of experts believe 
that substantial economies are necessary and can be obtained 
through co-ordination by the carriers effecting group organiza- 
tion of the railroads in the four territories the Interstate Com- 
merce Commission has laid out.” 

Mr. Warfield conferred with Senator Cummins, June 6, 
in reference to the appearance of representatives of the asso- 
ciation before the Senate committee in its invstigation of rail- 
road conditions. Mr. Warfield will confer with the board of 
economics and engineering, recently appointed by the association 
of security owners, before a definite date is fixed for the hearing. 
In discussing the situation, Mr. Warfield said: 


“Largely through suggestions of the association of security 
owners, Congress included in the Esch-Cummins act definite 
methods and directions to the Commission in respect to rate 
making. Equally definite was Congress in its directions to the 
Commission, as a condition thereto, that it should require the 
introduction of economies in the administration of the trans- 
portation system. Because of the recognition given the financial 
needs of the carriers, the executive committee of the association 
believes that it should as far as possible give substantial as- 
sistance in meeting the provision of the act in respect to econ- 
omies, through the co-ordination of facilities and to confer with 
the Commission in respect to the proposed consolidations. 


“The Association has obtained the services of the most dis- 
tinguished and experienced engineers and experts available to 
assist in this work.” 


Mr. Warfield, upon being asked whether there would be any 
conference between the railroads and the board of engineering 
in respect to the plans of the association for economies, replied: 
“Yes. Such is the desire of the executive committee of the asso- 
ciation and the board hopes, with the co-operation of the rail- 
roads, that a committee will be named by the railroads, selected 
by the carriers in each of the four territories, for conferences. 
The board will be glad to confer with such committees.” 


The board of economics and engineering appointed by the 
Warfield Association is composed of John F. Stevens, F. A. Moli- 
tor, John F. Wallace, W. L. Darling, L. B. Stillwell and W. W. 
Colpitts, 

The association, it was stated, is concerned because the in- 
terest on railroad bonds is not being earned by the railroads. 
and holds that substantial economies in operation are necessary 
Which can be accomplished by adoption of the Warfield economy 
Dlan submitted some time ago to Senator Cummins. 
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LOSS AND DAMAGE CLAIMS 


(Twelfth of a series of articles for The Traffic World, by C. H. 
Dietrich.) 

Since the loss and damage situation has developed into 
such a serious menace to freight revenue, and particularly in 
the last few years, during which time so much publicity has 
been given to the claim situation in general, especially to pre- . 
vention methods, the question has often occurred to me, and 
doubtless has occurred likewise to others, whether this destruc- 
tion and loss of freight in transit is local to transportation lines 
in this country or whether the same conditions apply generally 
in connection with transportation lines in other lands. In short, 
whether there is anything connected with the operation of rail- 
roads in this country that is conducive to the damage and loss 
of freight in transit in any larger measure than exists on lines 
operated abroad. 

In order to develop an answer to this query the writer has 
been in correspondence with transportation officers of rail lines 
in England; France and South Africa, and has selected a reply 
from Sir William W. Hoy, general manager of the South African 
Railways & Harbors, whose headquarters are located at Cape- 
town, as being representative of what lines in foreign lands 
have to contend with in connection with loss and damage to 
freight. 

The South African Railways & Harbors comprises a rail- 
road with a mileage of approximately 11,000 miles, together 
with port facilities, etc., operating through a territory with 
diversified interests, including manufactories, agriculture, min- 
ing and other industries. On account of its location it handles 
perhaps a great deal larger proportion of imported merchandise 
than any ordinary line in this country. 

The statement furnished indicates a surprising similarity 
between the conditions that exist in South Africa and those 
we have to contend with in this country, so far as loss and 
damage is concerned. The loss of an entire package represents 
their largest single cause, and the circulars and bulletins issued 
by the officers of the South African Railways Company éould 
be issued with hardly a change by any claim prevention officer 
in this country and would apply to our conditions equally well. 
I quote below in part the general manager’s statement of their 
situation as outlined in his letter of April 4, 1921: 

“With reference to your letter of January 26 last, I have 
to state that this administration’s heaviest claim losses are in 
connection with missing goods, particularly whole packages 
consisting mainly of clothing and foodstuffs. These losses are 
attributable to (1) thefts and (2) bad or insufficient marking. 

“Like other railways throughout the world, the South 
African Railways have, in the later stages of the war period 
and since, been the victims of thieving on a larger scale than 
usual. In order to combat this, the administration has increased 
its police force and has endeavored by means of propaganda to 
secure greater vigilance by the staff and their co-operation in 
bringing about an improvement. Numerous arrests and prose- 
cutions have been made recently. The courts are taking a 
more serious view of railway thefts, and the latest returns show 
a falling off in losses of entire packages. 

“Many small articles of every-day use in South Africa are 
still imported from overseas. The administration is the ulti- 
mate carrier of these goods and is often presented with claims 
for articles removed from the containers before the goods are 
handed over to the administration. Some of these pilfered 
packages are so skillfully fastened as to defy detection except 
upon the closest scrutiny. 

“Members of the staff concerned in accepting goods are 
now being examined individually and thoroughly by a training 
officer who reports upon the men’s fitness for their duties and 
makes their responsibilities clear to them. 

“As a result of the action taken, numerous cases have been 
brought to light in which the goods were found to have been 
extracted before or after the goods were in the administration’s 
possession. In some cases the goods were never packed, having 
been stolen by employes in senders’ stores. 

“Particulars of freight shortages are compiled in the divi- 
sion claims offices and forwarded to the operating officers and 
inspectors for their information. When these statements show 
that shortages are abnormal at any particular station or in any 
particular district, special attention is directed thereto with 
the object of discovering and removing the cause. 

“Merchants in many of the small towns do not import di- 
rectly, but obtain their supplies from the various South African 
distributing centers. As a result their goods are frequently 
dispatched in receptacles which originally contained articles 
of quite a different character and from which the old code marks 
have not been properly obliterated. 

“Special arrangements are in operation for traffic from the 
ports dispatched direct from the ship. A large quantity of this 
traffic is landed ex-ship bearing the names or code marks of the 
ports, not those of the inland destination station. In order to 
protect itself in the event of such packages going astray, the 
administration accepts them with the following reservation: 


Notwithstanding the provisions of clause 18 of the Official Tariff 
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Rook, the administration will receive for transport goods not properly 
addressed to consignee or clearly marked with his mark and destina- 
tion station, upon the express condition that the administration is 
not liable for any claim arising from the loss, mis-delivery or delay 
of the said goods, 

“Faulty addressing also results in numerous claims. This 
feature is enlarged upon in our circulars on claim prevention, 
outlining how packages should be marked in order to avoid 
their going astray in transit. 

“Our principal claims in respect to damage are for break- 
ages, in regard to which the administration is often in the 
same position as in the case of shortages in imported traffic. 
It is, of course, impracticable to open all containers at the coast, 
but the staff is enjoined from time to time to exercise special 
care in handling freight traffic. Much of our manual labor is 
done by natives, who require close supervision. 

“Meetings of the executive staff are held from time to time, 
and the question of claim prevention is brought prominently 
to notice at these meetings. The matter is also kept well in 
view at administrative conferences. 

“As an indication of what our loss and damage amounts to 
from a money standpoint I append hereto a record of our claim 
payments, together with a statement of the percentage of claim 
payments to freight revenue for the past few years:” 


CLAIM PAYMENTS 


No. of claims Amount Amount paid 

presented. “<a in eet as 

| ee er, aoe ee 56,282 238,552 74,688 
NE 5: Kaien acts gua oa aher a/ovis. aca aa ead 59,606 285,858 74,287 
ee Se eer re ere 58,770 268,062 98,256 
DOE skentheedeoktnbdensomeeaa uiases Mineo eod 113,857 
| eer ere rrr 119,656 
DEE iccccccehiesnstiwhakiaeen cosaee”  . . Weeasels 161,857 


RATIO OF CLAIM PAYMENTS TO GROSS FREIGHT REVENUE 


.39 per cent. 
-41 per cent. 
.57 per cent. 
-56 per cent. 


From the above statement, together with the statistics fur- 
nished, it is evident that, while the same difficulties are met 
with by this line in far off Africa that we have to contend with 
on lines in this country, it is plain to be seen from the fact that 
only a trifle over $500,000 was paid out in loss and damage 
during the year 1919-1920, and that their ratio of claim pay- 
ments to freight revenue was only a trifle over one-half of 
one per cent, that their situation is far more favorable than 
that of ours. It would, of course, be an impossibility to make 
a fair comparison without first knowing what the bulk of their 
traffic consists of, what percentage consists of less-carload mer- 
chandise and the many other factors that enter into this matter. 


We hope, however, to develop this situation further and 
it may be possible that our South African friends may have 
methods and practices in connection with the handling of their 
freight, so far as prevention of loss and damage is concerned, 
that we may profitably adopt. Certain it is that any line op- 
erating 11,000 miles of railroad that can show a loss and damage 
of practically one-half of one per cent of its freight revenue 
must have something in connection with its safe handling of 
freight that we have not as yet discovered, as is evidenced by 
our average ratio of all lines in this country of something better 
than two and one-half per cent in 1920. 

In connection with this ratio of loss and damage claim pay- 
ments to freight revenue, which is indicated in the preceding 
paragraph and estimated to have been 2.53 per cent of the gross 
freight revenue for the year 1920, the total claim payments will 
approximate $109,000,000 for the year. This is one of the items 
which W. Jett Lauk used in his presentation to the Labor Board 
recently as an example of inefficient and wasteful practices 
chargeable to the management of American railways. It does 
not seem possible that anyone who has analyzed the freight 
claim situation during the past two years would attempt to 
place before an intelligent body of men any such statement, in 
so far as the freight claim item is concerned, and expect them 
to believe that this amount of money actually represented any 
mismanagement or incompetency on the part of the operating 
officers of our rail lines. On the contrary, enormous as these 
figures representing freight claim payments for the years 1919- 
1920 are in the aggregate, anyone at all familiar with the claim 
situation understands full well that the increase in values alone 
on the principal commodities that go to make up the loss and 
damage figures has been from 100 to 300 per cent. As an in- 
stance of what effect the enhanced value of commodities has 
had on our loss and damage account, I need only cite a few 
examples. 

On certain of our lines in the northwest territory, claims 
on live stock amount to at least 25 per cent of our total claims 
filed, and, whereas in 1915-1916 hogs were valued at from $7 
to $9 per ewt. at the peak of the high prices that extended over 
the years 1918-19¥9, hogs were selling up to as high as $23 per 
ewt., and the claims filed account of loss and damage were 
increased accordingly. Grain claims amounted, in the case of 
many lines to 20 per cent of all claims filed, and even the lay- 
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man understands that prices of all grains advanced from 200 
to 300 per cent. In pre-war days, a claim for the value of a 
sack of sugar would ordinarily be from $5 to $6, while claims 
on sugar during 1919 ran as high as $27 to $30 per bag. 

In short, there was scarcely a commodity on which claims 
were filed that did not show a tremendous increase in value due 
to this increase in price,s,and while there is no question but 
that, owing to the labor conditions that the carriers were forced 
to meet during the war, a great deal of loss and damage was 
caused by incompetent help and in some cases to dishonest 
employes and that owing to a general letting down of the morale 
throughout the country there was a tremendous increase in 
thievery by organized gangs, all of which had a tendency to 
inflate the loss and damage account, there was never a period 
in the history of our railroads, when so far as the executives 
and supervising officers are concerned such unusual efforts were 
made toward curbing this economic and monetary loss. Nearly 
all of our trunk lines have special organizations working on 
this subject and, if the abnormal conditions that arose on ac- 
count of the war, including, of course, the unheard of rise in 
prices had not occurred, it is conservative to say that we would 
hear very little from the loss and damage account by this time. 
If the representations made to the Labor Board with respect to 
incompetent management of our railroads, so far as other items 
are concerned, had no better foundation than the statement in 
connection with loss and damage, they were worthy of very 
little attention indeed. 


BRICKS, DANVILLE TO BRONSON, ILL. 


A dispute between carriers regarding division in a joint 
through rate has caused the originating carrier to attempt to 
cancel that rate and so work an injury on the innocent shipping 
by-stander, according to the allegation of C. R. Hillyer, attorney 
for the Western Brick Company, who appeared for that com- 
pany at the hearing on I. and S. 1333, commodity rates on brick 
from Danville to Bronson, IIll., which was held before Examiner 
John T. Money in Chicago, June 6. 

The suspension order covered item 140A of Illinois Traction 
System Tariff Sup. 2 to I. C. C. 380, which item cancelled out 
item 140 in I. C. C. 364. This item provided for a joint through 
rate between the Traction Line and the Chicago & Eastern 
Illinois to points beyond the C. & E. I. rails. 

According to W. Butterworth, general manager of the brick 
company, the Danville rates at present apply from the brick 
plant, 1.3 miles outside of Danville, via the Illinois Traction 
System as a switching line making delivery to the C. & E. I. 
Railroad at Bronson, the application being provided for in C. & 
E. I. Tariff I. C. C. 3150, wherein is now absorbed the 14 cents 
per ton which is being charged by the Illinois Traction for the 
8.9-mile haul. The suspended tariff provides, in lieu of the can- 
celled 14-cent charge, a local rate of 56.5 cents per ton and since 
the C. & E. I. absorption amounts to only 14 cents, the effect 
of the tariff, if allowed, would be to increase the protestants’ 
rates on brick 42.5 cents per ton. 

W. H. Wylie, general traffic manager, and L. B. Martin, gen- 
eral superintendent for the Illinois Traction System, testified 
for the respondents, and said that the increased rate was abso- 
lutely necessary for their lines in order to keep them from los- 
ing money. They said that every effort had been made to get 
the line-haul carriers to increase their division of the rate, but 
to no avail. The movement over the I. T., according to Mr. 
Martin, was in no sense a switching movement since it was per- 
formed by regular line-haul engines and crews with regular 


schedule runs. 

Frank Webster, assistant general freight agent for the C. 
& E. I., appeared for the protestants and insisted that the Trac- 
tion System was getting a fair share of the rate. He pointed out 
that, in addition to the 14 cents per ton, the C. & E. I. paid the 
Traction Lines four days per.diem reclaim on each car, this 
bringing the average amount paid per car up to $9.04 for a haul 
of less than 9 miles. ; : 


AUTHORITY TO OPERATE COAL ROAD ASKED 


The Chaffee Railroad Company of Johnstown, Pa., in finance 
docket No. 1467, has applied to the Commission for a certificate 
of public convenience and necessity, authorizing it to operate 
an existing line of railroad extending from Vindex, Md., to Chaf- 
fee, W. Va. The railroad was constructed and operated by the 
Chaffee Coal Company until May 1, 1920, when the Manor Coal 
Company bought the Chaffee Coal Company property, the apP- 
plicant states. 

“Inasmuch as there are four coal companies now mining 
and shipping coal, which depend upon this railroad to trans 
port their product to the connection with the Western Maryland 
Railway, and bring supplies therefrom; also many individuals 
desiring transportation service for passenger and freight, it was 
deemed necessary to operate the railroad as a common carrier 
and an effort is being made to comply with all the provisions of 
the interstate commerce act,” the petitioner states. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
” Copyright by West Publishing Co.) 








LOSS OF OR INJURY TO GOODS 


Carrier Liable for Full Loss or Damage Unless Shipper’s Written 

Declaration of Value Be Taken: 

(Supreme Court of Appeals of West Virginia.) Under the 
act of Congress passed Aug. 9, 1916 (section 7976, Barnes’ 
Federal Code (U. S. Comp. St., p. 8604a)), known as the “Second 
Cummins Amendment” to the Interstate Commerce Act, a com- 
mon carrier is liable for the full actual loss, damage, or injury 
to ordinary live stock received by it for shipment in interstate 
commerce, caused by it or any connecting carrier to which it 
is delivered, and for such loss, damage, or injury to any other 
property so received, except baggage, unless by the action of the 
Interstate Commerce Commission and itself, exoneration from 
such liability and adoption of a limited one, based upon a de- 
clared or agreed value, are affected.—Lindenburg vs. American 
Railway Express Co., 106 S. E. Rept. 884. 

Even though the Interstate Commerce Commission, under 
the authority conferred upon it by said statute, has adopted and 
promulgated regulations by which such limitation of liability may 
be effected as to all property in interstate shipment, except 
ordinary live stock, and in compliance with such regulations a 
carrier has filed and published and put into effect its tariffs and 
rules for maintenance of rates dependent upon value declared 
in writing by the shipper or agreed upon in writing as the re- 
leased value of the property, approved by said Commission, it 
remains liable for such full actual loss, damage, or injury, in the 
case of any particular shipment, unless it takes from the shipper 
a written declaration of the value of the property, or a written 
agreement with him upon the released value thereof, signed by 
him.—Ibid. 

In such case the delivery to the shipper, of a receipt exe- 
cuted by the carrier, in which there is not a statement of value 
signed by the shipper, does not relieve the latter from liability 
based upon full actual value, even though the rate charged for 
carriage of the property is the same as would have been legally 
charged upon the minimum value of the property, under the 
regulations and tariffs validly promulgated, posted and main- 
tained.—Ibid. 

So interpreted, said statute does not conflict with the pro- 
visions of the interstate commerce act (U. S. Comp. St., pp. 
8564, 8565), inhibiting preferences and unjust discrimination, nor 
is it inconsistent with them, or either of them.—Ibid. - 

“Unjust discrimination” is different treatment of persons of 
the same class, under like or similar conditions.—Ibid. ; 

To Recover for Loss Shipper Must Prove Delivery to Carrier: 

(Court of Civil Appeais of Texas, Amarillo.) Though 
strictly petition for burning of goods transported by defendant, 
describing them by groups in general terms and stating value 
for each group, should have given a better description of them, 
overruling exceptions thereto based on insufficient particularity 
of description is, under Supreme Court Rule 62 a (149 Ss. W. x, 
not reversible error, no injury therefrom being shown.—Hines, 
Director-General of Railroads, vs. Warden, 229 S. W. Rept. 957. 

Shipping receipt and bill of lading issued by carrier,while 
proving delivery by storage company of boxes to carrier, are 
insufficient to establish delivery to the carrier of all the goods 
that were in the boxes when the owner, some time before, de- 
livered them to the storage company for storage, and this not- 
withstanding notation on the bill of lading that the goods were 
in apparent good order.—Ibid. 

To recover for goods burned while in the carrier’s posses- 
sion, the shipper must prove what goods were delivered to the 
carrier.—Ibid. 

There is no presumption, in an action for the burning of 
goods while in the carrier’s possession, that the boxes when 
delivered to the carrier by a storage company contained all the 
goods that were in them when stored by him some time before 
With the storage company.—Ibid. 

Where the answer of a carrier sued for the burning of goods 
contains a general denial, the statement therein that they ar- 
tived in good condition, in the part claiming that any liability 
was that of warehouseman, and not of carrier, is not admissible 
a an admission.—Ibid. 

The measure of damages for loss of household goods by a 
carrier igs their actual value or reasonable value at destination 
at the time they should have been delivered, as distinguished 
from a fanciful or sentimental value, where the goods are sec- 
ond-hand and have no standard market value.—lIbid. 


DELAY IN TRANSPORTATION AND DELIVERY 


Express Company Subject to Statutory Rule Requiring Defend- 
ant Carrier to Show Delay Not Due to Its Negligence: 
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(St. Louis Court of Appeals, Missouri.) Rev. St. 1919, p. 
10449, which changes the established rule by providing that, on 
proof by plaintiff shipper of delay and damages caused thereby, 
the burden of proof shifts to the defendant carrier to show that 
the delay was not due to its negligence, includes express com- 
panies.—Arky vs. Wells Fargo & Co. Express, 229 S. W. Rept. 
824. 

CARRIAGE OF LIVE STOCK 


Liability of Carrier for Death of Live Stock: 

(Court of Appeals of Georgia, Div. No. 2.) “When a carrier 
fails to deliver the goods intrusted to his care, or delivers them 
in a damaged condition, no excuse avails him, unless it was 
occasioned by the act of God, the public enemy, and inherent 
vice or natural deterioration of the object carried, or, in case 
of live stock, the viciousness of the animals, or that he is ex- 
cused by special contract made with the shipper, by statute, or 
by negligence of the shipper.” Louisville & Nashville R. Co. 
vs. Warfield & Lee, 129 Ga. 473 (2), 477, 59 S. E. 234; Ga. R. Co. 
vs. Spears, 66 Ga. 485 (1), 489, 42 Am. Rep. 81; Cooper vs. 
Raleigh & Gaston R. Co., 110 Ga. 659 (2, 3), 661, 36 S. E. 240; 
Civ. Code 1910, pp. 2712, 2713.—Hines, Director-General, vs. 
Vann, 106 S. E. Rept. 921. 

The trial judge, in the exercise of his discretion, approved 
the finding of the jury; and, since the evidence does not abso- 
lutely demand a finding for the defendant, this court is unau- 
thorized to set the verdict aside.—Ibid. 

Carrier Liable for Loss Due to Failure to Provide Adequate 

Watering Facilities: 

(Supreme Court of Montana.) A carrier is required to make 
adequate provision for watering cattle shipped, and the burden 
of showing the breach of such duty is on the shipper.—Kirby vs. 
Oregon Short Line R. Co., 197 Pac. Rept. 254. 

In an action by a shipper of stock for damages and shrink- 
age, due to defendant’s failure to furnish adequate watering 
facilities, in that out of five pens wherein the cattle were un- 
loaded only four were provided with such facilities, but wherein 
it appeared plaintiff, who was in charge of his stock, had ample 
opportunity to transfer them to vacant pens before reloading 
and to provide them with water, held that his failure to do so 
could be attributed only to his own neglect or misconduct, and 
that the negligence of the company was at most the remote, 
and not the proximate, cause of the loss, so that he could not 
recover, the proximate cause being that which, in a natural and 
continuous sequence, unbroken by any new independent cause, 
produces the injury, and without which it would not have oc- 
curred.—Ibid. 

In an action by a shipper of stock against a carrier for 
injury thereto, the burden was on him to show with reasonable 
certainty and by a preponderance of the evidence the loss he 
had sustained and the amount thereof as definitely as possible. 
Ibid. 





co 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
a 





Bill of Lading Held to Limit Recovery to Invoice Value and 

Freight, Less Proceeds: 

(Circuit Court of Appeals, Second Circuit.) The commis- 
sioner is an officer for the court, whose services may be availed 
of or dispensed with at the option of the court itself, there being 
no legal obligation on an admiralty tribunal to send any part 
of a case to a commissioner, so that the contention that the 
trial judge erred in not sending the case to the commissioner 
cannot be sustained.—U. S. Willow Furniture Co. vs. La Com- 
pagnie Generale Transatlantique. 271 Fed. Rept. 184. 

Where no package of the damaged goods exceed the mini- 
mum value fixed by the bill of lading, which made the basis of 
settlement the invoice value, libelant is entitled to recover the 
invoice value, plus the freight, minus the net proceeds of the 
sale of the damaged goods, but not expenses and insurance, 
which are ordinarily recoverable in cases of total loss.—Ibid. 

Where the bill of lading made the invoice the basis of set- 
tlement for damaged goods, it was error to subtract from the 
sale price of such goods the customs duties paid thereon, since 
the sale price is presumed to have included the enhancement of 
value occasioned by the imposition of duties.—Ibid. 

Where the shipper is entitled to recover the invoice value 
of the goods, plus freight, but minus the net proceeds of the 
sale of the damaged goods, the expenses of trucking the damaged 
goods and of conducting the sale are to be deducted from the 
proceeds of the sale to ascertain the net proceeds.—Ibid. 

Though the allowance of interest in admiralty is discre- 
tionary, it will be allowed on a libel to recover damages to a 
shipment of goods, where no reason appears for denying such 
allowance, the interest to be computed from the date of the 
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liquidation of the damages by the completion of the sale of the 
damaged goods.—lIbid. 

On appeal in admiralty from an allowance of damages for 
imported goods based on the invoice value stated in francs, 
appellant cannot complain of the computation of the rate of 
exchange,‘ where the agreed statement of facts stated the in- 
voice value in both francs and dollars.—Ibid. 

Liability for Loss of Cargo Limited by Bill of Lading: 

(Circuit Court of Appeals, Second Circuit.) A provision of 
a bill of lading that it is mutually agreed that the value of each 
package does not exceed £20, on which basis the freight is ad- 
justed, and that the vessel’s liability shall not exceed such sum, 
unless a value in excess is specially declared on in a shipping 
note, and extra freight paid as agreed on, held to govern, and 
limit the carrier’s liability in all cases where the shipper, on 
shipment, has not declared the value of the goods, to the ex- 
clusion of all other provisions for ascertaining the value of 
goods lost or damaged.—Stevens vs. Cunard §S.S. Co., Ltd. 271 
Fed. Rept. 306. 

Vessel Liable for Loss of Cargo Due to Delay Resulting from 

Unseaworthiness of Vessel: 

(District Court, E. D. Virginia.) The Harter Act (Comp. 
St. p. 8031) does not relieve a shipowner from the obligation 
co furnish a seaworthy vessel, nor can he avoid liability for 
failure to do so by the exercise merely of due diligence to per- 
form his obligations in that respect.—The Pehr Ugland. 271 Fed. 
Rept. 340. 

A ship loaded with coal at Norfolk did not proceed on her 
voyage until more than four months thereafter, when, a leak 
being discovered, she returned to port, when it was found that 
the coal was on fire, and it was unloaded with large loss. A 
part of the time her detention was due to a cause excepted in 
the charter, but this ceased to exist some six weeks before she 
sailed. Held, on the evidence, that the fire was not due to the 
condition of the coal when loaded, but to some cause occurring 
during the long delay, and that she was liable for loss of the 
cargo.—Ibid. 

Vessel Liable to Charterer for Prepaid Freight on Frustration 
of Voyage: 

Under the law of the United States, in the absence of stipu- 
lation to the contrary, a shipper may recover prepaid freight 
money on failure to transport and deliver the cargo, regardless 
of the reasons therefor.—Ibid. 

A ship chartered to carry a cargo of coal from a United 
States to a South American port, which loaded the cargo, issued 
a bill of lading, and was paid the freight in advance, but which 
on proceeding to sea proved unseaworthy and abandoned the 
voyage, held liable to the charterer for the freight prepaid.—Ibid. 
Shipping Contract Governed by Law of Place of Performance: 

A contract made in London for the carriage by a Danish ship 
of a cargo of coal from Norfolk, Va., to Buenos Aires, under 
which the cargo was loaded, bill of lading issued, and advance 
freight paid at Norfolk, and the voyage was frustrated in the 
waters of the United States, held governed by the law of the 
United States.—Ibid. 





% o 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
a . 





REGULATION OF COMMON CARRIERS 


State Commission Cannot, by Declaring a Retention of Juris- 
diction, Defeat Necessity of Notice in Subsequent Proceed- 
ing to Cancel an Order as to Rates: 

(Supreme Court of Kansas.) The Public Utilities Commis- 
sion cannot, by declaring that it retains jurisdiction of a matter 
in which it makes a complete order fixing railroad freight rates, 
in response to an application pending before it, defeat the ne- 
cessity of giving the 30 days’ notice required by section 8341 
of the General Statutes of 1915, in a subsequent proceeding in 
the same matter to cancel the order first made.—State ex rel. 
Hopkins, Atty-Gen., et al. vs. Atchison, T. & S. F. Ry. Co. et al., 
197 Pac. Rept. 192. 

Intrastate Rates Continued in Effect by Federal Transportation 
Act Until Thereafter Changed: 

(District Court, E. D., Michigan, S. D.) A suit to enjoin 
enforcement of a state statute, on the ground that it is in conflict 
with a valid federal statute, is based on its unconstitutionality, 
within the meaning of Judicial Code, p. 266 (Comp. St., p. 1243), 
requiring an application for preliminary injunction in such cases 
to be heard by three judges.—Michigan Cent. R. Co. vs. Michigan 
Public Utilities Commission et al., 271 Fed. Rept. 319. 

By transportation act Feb. 28, 1920, p. 208a, providing that 
rates in effect on Feb. 28, 1920, shall continue in “force” until 
thereafter changed by state or federal authority, respectively, or 
pursuant to authority of law,” it was clearly intended that state 
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statutes or regulations fixing intrastate rates; which were sys. am 


pended during federal control, should not automatically again 
go into effect on the cessation of such control, but that, in view 
of the recognized large increase in cost of operation during such 
control, which would render such pre-control rates confiscatory, 
the rates then in effect, both interstate and intrastate, should card: 
continue in force until thereafter changed by competent author. the i 
ity to reasonably conform to changed conditions.—Ibid. ( 

Reference to committee reports, and to what is said by the for t 


ever, 
their 
road 


chairman of the committee in explaining the meaning of a bill, ig 4 


Kerr 
been 


proper in ascertaining the meaning of the statute.—Ibid. 

Pub. Acts Mich. 1919, No. 382, prescribing maximum pas. 
senger rates, though passed during federal control and by its 
terms to take effect only on termination of such control, held 
not a change of rates in conformity with transportation act 
Feb. 28, 1920, p. 208a, providing that rates then in effect should 
remain in force until “thereafter changed.’—Ibid. 

Transportation act Feb. 28, 1920, p. 208a, providing that 
rates in effect Feb. 29, 1920, at the termination of federal con- 
trol, should continue in force ‘until thereafter changed by state 
or federal authority, respectively, or pursuant to authority of 
law,” as applied to intrastate rates, held valid as an exercise of 
the war powers of Congress, incidental to federal control of the 
railroads and their return to their owners under vitally changed 
conditions during such control.—Ibid. 

While a bond will not necessarily be required from a plaintiff 
who seeks an injunction to enforce the dominance of a federal 
statute, yet such a plaintiff must undertake to submit to the final 
decree for refunding any excess payments it receives by aid 
of the injunction.—Ibid. 





Personal Notes 





W. E. Edgar, the newly elected president of the Waco Traf- 
fic Club, is a native of Western Pennsylvania. His first work 
on a railroad was as 
a section hand on the 
B. & O., a job he took 
in order to get money 
to go to school in Pitts 
burgh. He worked for 
the Santa Fe in Texas, 
beginning as a stenog- 
rapher in the office at 
Temple, and since leav- 
ing the railroad has 
been traffic manager 
for the McLendon Hard- 
ware Company at Waco. 
Mr. Edgar’s term in 
office as president of 
the Waco Traffic Club 
is expected to be a 
successful one. Other 
officers, recently elected, 
are: Vice-Presidents, 
John Clement and R.E. 
L. Montgomery; secre- 
tary-treasurer, Morris 
Wood; board of govern- 
ors, G. H. Zimmerman, 
C. H. Carringer, Gus 
Weathered, Joe Heyman 
and Gus Rosenthal. 

J. D. Hashagen, formerly traffic manager for the American 
Glue Company, has been appointed traffic manager for the Nawsc0 
Lines, at Boston, succeeding Jacob Karcher, Jr., who died. 








R. E. Larmour has been appointed acting assistant freight 
traffic manager for the Canadian Pacific at Montreal, in the 
absence of H. E. Macdonell, who is ill. C. E. Jefferson will re 
lieve Mr. Larmour as acting general freight agent at Montreal, 
and Mr. Jefferson’s duties as assistant general freight agent at | 
Montreal will be assumed by S. C. Hurkett, with the title of 
acting assistant general freight agent. 

In the Traffic World for May 28 it was erroneously stated 
that William H. Luden was the new traffic manager for the 
Cumberland Chamber of Commerce. William R. Moore has re 
cently taken over that position. He was formerly traffic mant 
ger for William H. Luden, manufacturing confectioner of Read: 
ing, Pa. ; 

L. H. Mann has been appointed general agent for the Ere 
Railroad at Indianapolis, succeeding C. A. Rouse, who has tf 
signed. 

H. B. Tooker, of San Francisco, traffic manager of the Nevada 
Northern, Bingham and Garfield, Ray and Gila Valley, and Sacré 
mento Valley and Eastern, is notifying railroad and industrial 
traffic people who might be victims of the thieves, that his roo! 
was recently entered by robbers while he was in New York a 
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June 11, 1921 


everything he and his wife had with them was taken, including 
their baggage. Included in the plunder were Mr. Tooker’s rail- 
road passes and his bank book and check book, with business 
cards and correspondence. He fears he might be impersonated to 
the inconvenience or loss of his business friends. 

G. S. Donaldson has been appointed general agent at Toronto 
for the Chicago & North Western Railway. 

J. Maines, formerly traffic manager for Westinghouse, Church, 
Kerr & Co. and the Dwight P. Robinson Co., of New York, has 
been placed in charge of the new Pittsburgh office of the Williams 
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Monthly Sailings to Principal Ports . 
West Coast, South America—Direct Service 


Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 
Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 


For particulars apply 

604-12 Queen & Crescent Bldg., New Orleans, La. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ 


New Orleans & 


South American §S.S. Co. 
INCORPORATED 


PASSENGER 
STEAMERS 


NEW ORLEANS—EUROPE 


Corunna, Plymouth, Bologne S/M 
and Amsterdam via Vera Cruz and 
Havana 


Sailing from New Orleans 


June 23rd 
July 8th 
August 5th 


First, second and third class 


Sailings every three weeks there- 
after. Sailings subject to change 
without notice. 
For further particulars apply to 
THE STEELE STEAMSHIP 
LINE, INC., Agents, 


630 Common Street, New Orleans, La. 
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Steamship Company of New York, with jurisdiction over western 
Pennsylvania, Ohio, West Virginia, Kentucky and Indiana. 

W. B. Davis has been appointed claim agent for the Buffalo, 
Rochester & Pittsburgh Railway at Rochester. The positions 
of district claim agents for that road at East Salamanca, N. Y., 
and Du Bois, Pa., have been discontinued. 


DOINGS OF THE TRAFFIC CLUBS 


The speakers at the evening meeting of the Traffic Club of 
Oshkosh, June 8, were J. M. Davis, assistant general freight agent, 
and N. P. Thurber, division superintendent of the Chicago, Mil- 
waukee & St. Paul. June 22 will be “express night” at the club. 








Pacific — Caribbean — 


Gulf Line 


(Swayne and Hoyt, Inc., Owners) 


Steel Steamers 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
GALVESTON 


and 
San Francisco, Los Angeles Harbor, 
Portland, Tacoma and Seattle 
Via Panama Canal 


A STEAMER, Sailing from New Orleans late June, early July 

S.S. IRIS, Sailing from New Orleans late July 

S.S. LAKE GUNNI, Sailing from New Orleans early August 
Sailing from Galveston early August 


Rates quoted, beokings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 


630 Common St., New Orleans, La. 
OFFICES ALSO AT 
2102 Strand 50 Broad Street 430 Sansome Street 


Galveston, Texas Texas City New York City San Francisco, Calif. 





R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 


312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Faclilities—Custom House 
Brokere—Track Connections with all Railroads and Steamship 
Docke—Members American Chain of Warehouses—Members Amer- 
ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 





Teaming of Every Descriptlon—City Delivery Service and Carload 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 
General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 
Ne switching charge on carload shipments. 








SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carioad Distribution 


Excellent facilities for reshipping without cartage. Insurame: -ai 
12 cents. Members of American Warehousemen’s Association an. 
American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Ine. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 
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Thirty-five American Express Company employes and their off- 
cials will be present. 





George H. Ingalls, vice-president of the New York Central, 
was the principal speaker at the second quartely meeting of the 
Traffic Club of Troy, held at the Hotel Rensselaer, May 24. Mr. 
Ingalls said that co-operation between all the traffic clubs of the 
country and the railroads would do much to put the transporta- 
tion industry back on its feet. Among the other speakers were 
Col. Ransom H. Gillet, of the Army, G. C. Woodruff, general 
freight agent, T. W. Evans, assistant general manager, and John 
J. Conklin, assistant to the freight claim agent, all of the New 
York Central. 





W. W. Massie was the speaker at the noon-day luncheon of 
the Traffic Club of Fort Worth, held on June 1, at the Metro- 
politan Hotel. 





At a recent meeting of the Traffic Managers’ Club of the 
Brooklyn Chamber of Commerce, Robert Stewart, U. S. N., retired, 
spoke on “Labor in the War.” He criticized organized labor for 
“trying to tie up the movement of men and supplies by means 
of a strike” during one of the most critical periods in our history. 





The regular monthly meeting of the New York Traffic Club 
took place on June 9, after which an adjournment was taken 
until October. This meeting was devoted to a review of the work 
done during the first half of the current year. Members of the 
club will be the guests of the Baltimore Traffic Club at the Im- 
port and Export Exhibition in Baltimore, July 16. 





The activities of the Traffic Club of New England for the 
first half of the year will close after the meeting of June 15, 
which will be held at the Copley-Plaza, Boston. Frank S. Davis, 
manager of the Maritime Association, will speak on the work and 
objects of his organization, and Joseph F. Lockett will speak on 
the “High and Low Spots in Tariff Legislation.” 





The first meeting of the New York University Transporta- 
tion Club was held in the Wall Street Division of the University 
June 2. The meeting was addressed by J. H. Butler, manager of 
the loss and damage department of the American Railway Ex- 
press Company, on the right way movement and some of the 
results it has accomplished. Prof. A. J. DeHaas of New York 
University spoke on “The Relation of Foreign Trade to American 
Transportation,” and H. T. Young, general agent.of the freight 
department of the Erie Railroad, spoke on “The Development of 
Package Car Service.” The Transportation Club, which is under 
the leadership of Asa Colton, lecturer on trade and transporta- 
tion in the university, has been organized for the purpose of 
enabling those who are or have been connected with New York 
University to keep closely in touch with all phases of foreign 
and domestic transportation. 





The Transportation Outing Club of New York held its annual 
outing at the Crescent Athletic Club, Bay Ridge, Long Island, 
June 7. A number of new general eastern agents were initiated 
as members. These included J. E. Courtney, Denver & Rio 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. 
classified advertisements ars as follows: First insertion, $1.00 pe: 
line: minimum charge, $3.00; succeeding inserttons, per line, 50c; 1° 
words to the line; numbers and abbreviations counted as words: 
6 point type; payable in advance. Answers to keyed advertisements 
fo rded free and all correspondence held in strict confidence. The 
TR C WORLD, 418 South Market Street, Chicago, Il. 











WANTED—AN ACTIVE TRAFFIC MANAGER in every city in 
United States having broad acquaintance in local transportation cir- 
cles to co-operate with us in installing LOOSE-LEAF TRAFFIC LAW 
SERVICE. Inquiries furnished. Write in confidence for particulars, 
stating qualifications. TRAFFIC LAW SERVICE CORPORATION, 
S. W. corner Adams and LaSalle streets, Chicago, IIl. 





humble, to the direction of a superior. Make application in your own 
handwriting, stating fully the names and addresses of your present 
employers, including your present occupation, the date and length of 
service, the scope of your work which you are now doing, also the 
nature of work you have in the past performed; state your age, the 
size of your family if married, the amount of salary you would expect 
to begin with, and how soon you could report for duty if offered the 
place. Do not answer if you will not give the information asked for 
ir first letter, which will be treated confidential. Address E. R. N. 
567, Traffic World, Chicago. 


POSITION WANTED—Traftic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks wider field. Address R. E. E. 301, care Traffic World, Chi- 








POSITION WANTED—Present freight rate maladjustment, com- 
plexity of tariffs, claims, etc., unquestionably require attention thor- 
oughly experienced traffic man. One meeting all requirements wishes 
to make connection where efforts resulting advantageously to em- 
ployer will receive substantial recognition. Specialty, Southern terri- 
tory. ‘Asset,’ care Traffic World, Chicago. 
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Grande-Western Pacific, and C. B. Sexton, Northern Pacific. Both 
are now located at New York. 





The Maine State Chamber of Commerce and Agricultural 
League held a transportation meeting, June 9, at the city hall, 
Augusta. Among the addresses were the following: “Railroad 
Transportation,’ by Ivy L. Lee, vice-president, Pennsylvania 
System; “Maritime Transportation,” F. S. Davis, chairman, Mari- 
time Association, Boston; “Development of Maine Steamship 
Lines,” John D. Hashagen, traffic manager, North Atlantic & 
Western Steamship Company; “Industrial Transportation,” Judge 
Benjamin F. Cleaves, executive secretary, Maine Associated In- 
dustries. 





At the regular meeting of the Pittsburgh Unit of the Traffic 
Group of the National Retail Dry Goods Association, held in the 
General Forbes Hotel, June 8, D. G. Hood, general agent for the 
Pittsburgh & Lake Erie, spoke on improved methods of handling 
less-carload freight and asked co-operation on the part of the 
shippers in efforts to reduce loss and damage claims. 


LIVE STOCK RATES IN WESTERN 
DISTRICT 


An attempt is being made by various live stock interests 
in the West to have the increases in the rates on live stock 
in the western district, which resulted from the Commission’s 
order in Ex Parte 74, cancelled. Hearings on two of these cases 
were begun before Examiner William A. Disque in Chicago, 
June 6. 

The main case, upon which a hearing was recently held in 
Denver, at which time the southwestern cattle and sheep raisers 
were heard, is No. 12146, National Live Stock Shippers’ League 
et al. vs. A. T. & S. F. et al. The allegations in the complaint, 
which was drawn up by Judge S. H. Cowan, name the rates on 
live stock in the western district as unjust, unreasonable and 
discriminatory because of the advances under Ex Parte 74. 
While the complaint specifically asks for reasonable and just 
rates to be made by reducing the increased rates 30 per cent 
in the western group and 20 per cent in the mountain-Pacific 
group, the general tone of the testimony put in by the com- 
plainants was to the effect that the Commission should prescribe 
rates on live stock in the region involved no higher than the 
rates of June 24, 1918. This would indicate that the live stock 
people in the West, besides desiring a cancellation of the Ex 
Parte 74 increases, would like to have those granted under Gen- 
eral Order 28 removed. 

The burden of the complainant’s case seemed to be an effort 
to show that live stock raisers cannot remain in business under 
present freight rates. Most of them, according to the witnesses, 
are losing money heavily and will soon be bankrupt. Not a great 
deal was said by the Live Stock Shippers’ League as to the 
measure of the rate, although Judge Cowen made the statement 
that he expected to show that it did not “cost the railroads one 
cent more, on a basis of net ton-miles,; to haul live stock than it 
did to haul any other kind of freight.” 

The defendant roads, led by Attorney Kenneth F. Burgis of 
the Burlington, expect to show the Commission that the rates 
are reasonable per se and that the increases awarded under 
the two advances were, if anything, inadequate. 

In No. 12268, Board of Railroad Commissioners of South 
Dakota vs. C. & N. W. et al., a similar complaint is made, 
though in that case a great many specific rates are attacked. 
Reasonable rules, regulations, classifications and wejghts on live 
stock are also asked. Because of differing issues, the com- 
plainants asked that their case be heard separately, which re- 
quest was granted. The carriers, however, put in their defense 
in both cases jointly. 


INTERCHANGEABLE MILEAGE TICKETS 


Representative Jacoway has introduced a bill (H. R. 6744), 
amending for a period of one year section 22 of the interstate 
commerce act so that railroads would be required to issue intet- 
changeable, non-transferable two-thousand-mile tickets at 242 
cents a mile, without regard as to whether the points of origil 
and destination for any single journey are within the same 
state. The Commission would be authorized to make such neces 
sary regulations as deemed necessary for the enforcement of 
the act. 


Cc. T. H. & S. E. NOTES AND BONDS 

The Chicago, Terre Haute & Southeastern Railway Company 
has been authorized by the Commission, under an order 12 
finance docket No. 1402, to issue $837,000 of 7 per cent promis 
sory notes, payable serially from October 1, 1921, to October 1, 
1925, to refund the amount remaining unpaid of the companys’ 
7 per cent demand notes now outstanding, and to pledge as col- 
lateral security for said notes all or part of its first and refund- 
ing mortgage 5 per cent gold bonds in the aggregate amount of 
$1,485,000. The proceeds of the outstanding notes were used for 
new equipment and for the construction of additional main and 
other tracks and facilities. 
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Do You Get Proper Port Service? 


—Are your exports and imports handled by some one who protects your interests? 


—Does your port exercise all precautions to render efficient service and protect you against loss 
on your shipments? : 


—Does your port give you the co-operation your business merits by performing personal service? 


The Port of Galveston 


does all these things and in addition maintains the most efficient water terminals in the 
United States. 


It has equal or lower rates from and to all points shown in the accompanying map than any other 
gulf port. 


It holds the record for prompt release of equipment and quick turn around of ships. 


. The port is served by four trunk lines, the Santa Fe, Southern Pacific, I. & G. N. and the 
_K. & T. 


One line service to Chicago, St. Louis, Kansas City, Denver, California, Oklahoma, Kansas, Ari- 
zona, New Mexico, Texas and Louisiana. Four days from Kansas City, five days from St. Louis, 
seven from Chicago and seven from the Minneapolis-St. Paul district. 


A shipment of Grain from Kansas City on May 20th was unloaded at Elevators in Galveston on 
ed 24th. This is another example of the excellent transportation service from the Middle West to 
alveston. 


For further information, rates, data, etc., address 


Traffic Department GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
paeee.. We do not desire to take the place of the traffic man but to 

p him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Colorado Building, Washington, D. C. 


Voe___—X—_—_=__.__— e 





Carrier’s Liability for Delayed Shipment 

New York.—Question: There was forwarded some ten bales 
cotton goods from a point in the South to a New England ter- 
ritory about the end of March. At the time these goods were 
tendered to the carrier no mention was made of any embargoes 
existing then and the bill of lading was issued without any such 
notation. The shipment, however, did not arrive at destination 
until September 3, during which time the market price on this 
commodity had declined considerably. Claim was filed with the 
carrier for difference in market price. They have returned the 
papers with the following notation, declining liability: 

I acknowledge receipt of your letter of the 9th in regard to this 
claim and beg to advise that there was no delay whatever on this 
shipment on our line, and we do not admit any liability, and under 
Section 20 of the Interstate Commerce Act, as amended March 1, 1920, 
reiative to the liability of carriers for loss or damage to property, as I 
understand it, there is no liability with carriers. : 

We fail to see where there is any mention made in section 
20 as amended, exempting carriers from liability when there is 
evidence of negligent delay in delivery. 


Answer: For unreasonable delay in the transportation of 
nearly all classes of goods a shipper is entitled to recover the 
difference between the market value of the goods at the time 
and place at which delivery should have been made and their 
market value when delivery was actually made, and, in the ab- 
sence of an express contract stipulating the time within which 
the carrier is to transport and deliver goods, the law implies a 
promise to do so within a reasonable time. Where the delay 
in the shipment is prolonged beyond the time within which a 
like shipment is usually transported between the point of ship- 
ment and the point of delivery, the burden is cast on the carrier 
to explain such delay and to show that it did not result from 
its negligence or the negligence of its connecting carriers. Fail- 
ing to show such excuse, a carrier is liable for damage resulting 
from delay. 

Whether a delay is unreasonable and whether damage re- 
sulted therefrom are questions for the jury under the circum- 
stances of each particular case. 

Application of Rates in G. C. Ransom’s Tariff No. 13, I. C. C. 
No. 11 

Ilinois.—Question: The alternative routing clause shown 
on page 259 of the above named tariff reads as follows: 

The routing shown in the tariff must be strictly observed, but if 
from any cause shipments are sent via other junction points, but over 
lines of carrier parties hereto, the rate published herein shall apply. 

Sault Ste. Marie, Ont., is shown in this tariff as being located 
on the Canadian Pacific Railway, who concur in said issue as 
an originating carrier; and on page 376 thereof, opposite Route 
No. 5, are shown the specific junction points via which the traffic 
should move when for delivery to any point of destination shown 
in the tariff. 

A shipper tenders to the Canadian Pacific Railway at Sault 
Ste. Marie, Ont., a consignment subject to the uniform bill of 
lading, for which ratings are provided for in the Official Clas- 
sification No. 46, with specific routing via C. P., D. S.S. & A, 
and M. C. railroads, which has the effect that shipment moves 
via junction points of the C. P. Railway, other than those shown 
opposite Route No. 5, on page 376 of the tariff in question, but 
over lines parties to said tariff concurring as initial, intermediate 
and delivery lines, respectively. Is the shipment subject to the 
combination of local rates via the route over which it moves? 
If so, what is the authority for applying such combination? Is 
not the through class rate applicable via any route made up of 
carriers parties to the tariff named? 

If the combination rates can be applied in lieu of the through 
class rates named in G. C. Ransom’s Tariff No. 13, CRC-44, I. C. 
C. 11, then why is the alternative clause incorporated therein 
and for what purpose? If it is to cover carrier’s misrouting 
then why is not the rule confined to such application instead of 
reading: “If from any cause?” 

The purpose of this communication is to obtain from you 
the interpretation of the alternative routing clause, as we are in 
doubt as to its correct application. 

Answer: While it may have been the intention of the car- 
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@ riers to reserve to themselves the right of alternative routing, 


such intention is not expressed in the language of the rule. The 
Commission, in a recent case, said: “It is a well established 
rule that tariffs are to be construed according to their terms, 
and the intention of the framers is not controlling. Their pro. 
visions should be so clearly stated as to avoid misinterpretation 
or misunderstanding.” Wood-Curtis Co. vs. S. P. Ry., 561. C. ¢. 
344, 346. In view of the foregoing ruling we are of the opinion 
that the carrier must apply to the shipment in question the rate 
applicable via Route No. 5. 

Minimum Charge for Long or Bulky Articles Applicable When 


Articles Are Loaded in Flat Cars 


New York.—Question: Our factory received a shipment con- 
sisting of one hand push traveling crane with parts, weighing 
2,109 pounds, billed as 4,000 pounds at first class rate as per 
Consolidated Classification No. 1, page 9, rule 29, section No. 3, 
which provides that on articles too bulky or too long to be loaded 
in side-door car, that require the use of an end-door car, to be 
billed at 4,000 pounds and first class rate. 

A claim has been filed for an overcharge based upon weight 
and rate. We claim shipment should have been billed at the 
actual weight and at second class rate, due to the fact that no 
end-door car was used. The shipment moved from point of 
origin to point of destination in a 40-foot gondola. The trans- 
portation company, however, maintain that the type of car used 
does not in any way affect the charges and that their rate and 
weight, as applied, is correct. We, however, do not believe that 
we should pay for a class of service not rendered. 

Will you kindly advise whether or not the charges as ren- 
dered by the transportation company in this particular instance 
were correct? If their charges were not correct, will you kindly 
quote us authority upon which our claim may be collected? 

Answer: As we read section 3-A of rule 29, a carrier may 
properly assess the minimum charge of 4,000 pounds at the first 
class rate on a shipment which contains articles which do not 
permit of being loaded through the center side door of a car of 
the dimensions specified therein, when such articles are trans- 
ported on a flat car. The purpose of the rule is to, by a mini- 
mum charge, compensate the carrier for the extra service in- 
volved in loading and transporting such articles, whether loaded 
in box cars or on open cars. See the Commission’s opinion in 
“In the Matter of Minimum Charges on Articles Too Long or Too 
Bulky to Be Loaded Through the Side Door of Box Cars,” 33 
I. C. C. 373, and 38 I. C. C. 257. 


Defect in Car Furnished by Shipper 

Florida.—Question: Kindly advise your opinion as to lia- 
bility of transportation company on following: 

There was shipped car of onions from a point in Kansas to 
a point in Florida. Order for stock car was placed and received 
and upon receipt of same car was found to have defective roof 
and, upon protest, shipper was advised that no other car was 
available. Therefore, shipper attempted to condition same to 
best advantage and papered the roof with tar paper. When 
lading was signed agent at point of origin inserted in the bill 
of lading the following clause: “Car roof coopered papered by 
shipper.” This car arrived at destination and consignee was 
notified of its arrival and placed order for delivery to warehouse, 
but, through delay in yard office, car was not placed for several 
days, although consignee made several requests upon agent for 
prompt delivery. When the car finally was placed and contents 
inspected by both consignee and agent’s representative the onions 
were found to be in bad condition, caused by water leaking 
through roof and heated conditions same were in. Consignee 
was notified to condition same to best advantage and file claim, 
which was done. It is very evident that greatest loss was sus 
tained at point of delivery when car was held in yards, during 
which time it rained, followed by sultry weather. Carriers claim 
that there is no liability with them, as shipper elected to use 
car that was plainly defective. If you know of a similar incident 
which the courts have ruled upon we would thank you for this 
information. 


Answer: The duty of furnishing suitable vehicles rests upon 


the carrier and not upon the shipper, and the failure to discharge ' 


this duty is negligence, from the consequences of which the 
carrier is not permitted to free himself by imposing upon the 
shipper the duty of selecting vehicles which are suitable. But 
if the shipper freely and voluntarily chooses not to rely upol 
this absolute duty of the carrier to furnish suitable vehicles, and 
takes upon himself, for a sufficient consideration, in the form 
of a reduced rate or otherwise, the duty of selecting vehicles 
which are suitable for the goods he intends to have carried, he 
cannot hold the carrier liable for injuries arising from such pat 
ent defects as he ought to have discovered in his examination 
of the vehicle-—Hutchinson on Carriers, 3d edition, vol. 2, sé¢ 


509. 
Shipper’s Load and Count 


Ilinois.—Question: In your answer to “Virginia” in The 
Traffic World of October 23 you state that carriers have bee! 
held liable for loss in transit from cars moving under a clea! 
seal record when receipting for amount loaded at original point 
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No More 
Lost Shipments | 


GTOP your lost ship | 


North China Line 


ments; show con- | (Columbia Pacific Shipping Company) 
signees your goods will 

always come through. 

Do it with Duo-Safety | 
Shipping Tags. 
Big shippers of the 
country have adopted 
these tags. As a result 
they have no more lost 
shipments. 


PORTLAND, OREGON 


\ Regular direct service without transhipment 
uu between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 

Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 


| 
: 


Sailings Every Twenty-one Days From 


PORTLAND, OREGON 





DUO-SAFETY ' (ALL AMERICAN flag A-1 Steel Steamers) 
SHIPPING TAG SS “WEST KADER” June 27 
‘ SS “WEST KEATS” July 18 
eS ee Baie SS “WEST NIVARIA” August 8 
See the illustration. The stub always stays with the ship- Transhipment at Shanghai to American River steamers for 
ment and carries your return address. If the tag is destroyed Nanking, Pukow, Hankow and other open 
or mutilated, the carrier merely notifies you, asking for Yangtse River ports. 
shipping instructions and the goods go forward promptly. FOR RATES AND OTHER INFORMATION APPLY 
We also make coupon tags, work tags and tags for every purpose. . 
Main Office and Factory: Chicago, Illinois, U. S. A. Sudden & Christenson 
New York City SALES OFFICES Los Angeles, Cal. General Eastern Agents 
St. Louis, Mo. Kansas City, Mo. Boston, Mass. Cleveland, Ohio 44 Whitehall St., New York City 
Denver, Colo. Detroit, Mich. Rochester, N. ¥- Milwaukee, Wis. or 
. Columbia Pacific Shipping Company 
[NTERNATIONAL JAG CG. General Offices 
MTSE Pe RR NS SR A TORR AIT ie EE eS 


— Board of Trade Building, Portland, Oregon 
TAG SERVICE 


PAGE & JONES 





Ship Brokers and 
Steamship Agents 


| 
Mobile, Alabama, U. S. A. 





or Gulfport to Antwerp, Ghent, Rotterdam, 
Amsterdam and French Atlantic ports. 


Mobile/West African ports, via Azores, 
Madeira Islands and Canary Islands. 


Regular service, Mobile to all United States 


Regular monthly service, Mobile, Pensacola 
Pacific Coast ports. 
| 


St. Louis Office: Birmingham Office: | 
1217 Pierce Building 424-425 Chamber of Commerce Bldg. 
IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 





| 
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of shipment on the bill of lading. Would this hold true in a 
case of a commodity loaded in sacks on which the carriers had 
placed a notation “shipper’s load and count” on the bill of lading 
when signing? 

Answer: Our answer to “Virginia” in the October 23, 1920, 
issue does not cover a shipment moving on a “shipper’s load and 
count” bill of lading, the defense being that the car moved under 
clear seal records. 

As we stated in our answer, where the owner shows by sat- 
isfactory evidence that a certain quantity of goods was loaded 
at shipping point and that a lesser quantity was received at 
destination point, the carrier is prima facie liable for the dif- 
ference and the burden is upon the carrier of proving that the 
shipper did not, in fact, load the quantity alleged. This is the 
rule which applies to shipments made on bill of lading which 
does not contain a “shipper’s load and count” notation. 

The effect of the “shipper’s load and count” notation is to 
shift the burden of proof, that is, the shipper must affirmatively 
show his damage. See the case of the Produce Traders’ Co. vs. 
Norfolk Southern R. Co., 100 S. E. 317. 


Routing—Carrier Not Liable for Misrouting in Not Turhing Ship- 
ment Over to Intermediate Carrier 


Kentucky.—Question: We have made several cagload ship- 
ments of green salted hides from Denver, Colo., to Louisville, 
Ky. No through rates are published, Missouri River combina- 
tion making the lowest rate. From Missouri River to Louisville, 
through rates are published, the rates via C. & A. or Wabash 
being lower than via other lines. 

The originating line at Denver has its own rails from Den- 
ver to St. Louis. The only routing shown in bills of lading were 
“St. Louis and L. & N.” We filed claim on basis of Missouri 
River combination, using the lower rate applicable via the C. & 
A. or Wabash, contending that as the shipments were unrouted 
west of the Mississippi River, the initial carrier should have 
delivered the shipments to the C. & A. or Wabash at Kansas 
City, instead of hauling via their own lines to St. Louis at a 
higher rate. They decline to assume responsibility for mis- 
routing, contending, in view of the fact that shipments were 
routed L. & N. at St. Louis with no intermediate routing, it was 
only incumbent on them to deliver to the L. & N. direct. 

Answer: The Commission has held, in several cases, that 
the initial carrier is not guilty of misrouting in failing to turn a 
shipment over to a third and intervening carrier when the ship- 
per specifies routing via a carrier which, in connection with ini- 
tial carrier, forms a through route from origin to destination. 
(See Stebbins vs. D. L. & W. R. R., 42 I. C. C. 150, and McCaull- 
Dinsmore Co. vs. C. B. & Q., 48 I. C. C. 508.) 


Interest on Loss and Damage Claims 


Tennessee—Question: About a year ago we shipped a car 
of cottonseed meal to an eastern destination and covered the 
movement with a shipper’s order lading. On arrival of the car 
in: the east, it was delivered to the consignee without surrender 
of the original lading and, through a series of circumstances, we 
were forced to file claim for the value of the material. Our 
claim was held in suspense for over a year, but was finally paid. 
In addition to the invoice value our claim was drawn to include 
interest from a reasonable time of settlement to payment of 
the claim. 

Our eastern railroad friends have declined to accept any re- 
sponsibility for this interest and we would like to have some 
advice as to our rights in the premises. 

Answer: While the decided weight of authority is to the 
effect that a plaintiff recovering judgment for loss of or injury 
to goods is entitled to interest thereon, the carriers, as a rule, 
will not pay interest on loss and damage claims except under 
a judgment of a court. Therefore, in order to recover interest 
on loss and damage claims a shipper must necessarily bring 
suit on his claim, as the Commission has no jurisdiction over 
the payment of claims for loss, damage or delay. 

Liability of Carrier as Warehouseman 

Michigan.—Question: What is carrier’s liability in case 
goods are destroyed by iire after being in house past the 48- 
hour limit, consignee having been promptly notified of arrival? 

Answer: A carrier which has carried property for hire, and 
is keeping it for a reasonable time in its warehouse at point 
of destination until it shall be called for, is a bailee for hire; 
as such it is liable only for a want of ordinary care in the cus- 
tody of the goods, and the care exercised should be in propor- 
tion to the loss likely to be sustained by want of such. care. 
A carrier as warehouseman is liable for the loss or destruction 
of goods caused by its negligence. In the absence of negligence 
on its part a carrier is not liable for damage caused to the 
goods by storm or for their loss by theft or fire. A carrier in 
its capacity as warehouseman is liable only for the ordinary 
and proximate consequences of its faults. 

In order to hold the carrier liable as a warehouseman, it 
is necessary for the owner of the goods to prove negligence on 
the part of the carrier. 

Claims for Reparation—Time Within Which to File 


Tennessee-Virginia.—Question: Under provisions of the Rail- 
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road Administration Accounting Circular 157-B, can a formal oy 
informal complaint involving a waiver of collection of an al. 
leged undercharge be considered, or was it barred by section 
206-C of the transportation act, March 1, 1920? 

Answer: Railroad Administration Circular No. 157-B has 
no relation to claims which are to be presented to the’ Commis. 
sion. This circular deals only with claims which are to be 
settled by the carriers without the necessity of handling with 
the Commission, the carriers being authorized therein to handle 
such claims to a conclusion on their merits. 

Unless the time for the filing of claims on account of dam. 
age claimed to have been caused by reason of the collection 
or enforcement by or through the President during the period 
of federal control, of rates which were unjust, unreasonable, or 
unjustly discriminatory, is extended as contemplated by a bill 
now before Congress, claims which were not filed prior to March 
1, 1921, are now barred from consideration by the Commission, 


Freight Charges—Liability of Consignee for 


Illinois —Question: Referring to your Question and Answer 
Column of your May 14 issue answering ‘“Pennsylvania”—“Lia- 
bility of Consignor for Freight Charges.” We have noted this 
article carefully in regard to permitting carriers to collect 
transportation charges from consignor or shipper when shipment 
is destined to a closed non-agency station, regardless of whether 
such shipment was sold f. o. b. point of origin. You state in 
your. answer that whether or not destination was a prepaid sta- 
tion has no bearing on the liability of consignor for freight 
charges, due to the fact that the rule of the carrier requiring 
the prepayment of charges on freight destined to non-agency 
station is for its convenience and may be waived. 

You also state that the courts as a general rule hold that 
the carrier may collect his charges from the consignor if the 
shipment was delivered to consignee without collection of charges 
thereon. 

It appears to the writer that if a railroad company has this 
option it can place upon shippers liability for all transportation 
charges. As we understand the situation and the rules handed 
down to freight agents for forwarding to non-agency stations, 
carriers must notify shippers as to whether or not the destina- 
tion point is a non-agency station, so that he may prepay freight, 
or otherwise such shipments will be delivered to the first open 
station beyond such closed station. 

As we further understand that railroad companies are not 
liable for delivery at non-agency station and, therefore, how can 
it be held that all the responsibility should be shouldered by 
shipper?. Our belief is that if the shipment is tendered for a 
prepaid station unknowingly by shipper, the receiving agent 
should notify him accordingly and if the receiving agent is not 
aware that the station is closed, the agent of the connecting 
line should hold shipment awaiting some advice if it intends to 
make delivery at marked destination. We ask that you cite us 
some particular ruling handed down by the Interstate Commerce 
Commission confirming your answer, which placed the respon: 
sibility of freight charges on shipper or consignor. 

Answer: It is true that, unless the shipper is aware of 
the fact that the destination of a particular shipment is a pre- 
pay station, if the goods have been sold f. o. b. point of origin, 
that he should know that fact so that he may, in his invoice, 
include therein the amount of the freight charges. However, 
we are not aware of any decision of the Commission or courts 
which places the duty upon the carrier of informing the shipper 
that the station to which the shipment is billed is a non-agency 
or prepay station, particularly if the tariffs of that carrier show 
the point as a prepay station. The Commission, in its Confer- 
ence Ruling 314, states that a carrier must collect its lawful 
charges, but that it has no jurisdiction to say who is liable 
therefor, that being a matter for the courts to determinne. 

While the courts might properly hold that, in the event the 
carrier’s tariffs do not show that the particular point of des 
tination is a prepay station, the carriers must first endeavor 
to collect their charges from the consignee, yet, inasmuch as the 
shipper is the party who entered into the contract of carriage 
and is also liable therefor, the shipper would, we believe, eventt- 
ally be required to pay the freight charges. 


Reparation on Intrastate Shipments During Six Months’ Guar- 
anty Period 


Ohio.—Question: We wish to present a question in regard 
to reparation claims that we now have pending before the 
Public Utilities Commission of Ohio. These. claims are against 
the B. & O. and New York Central railroads and cover shee! 
bar moved from Youngstown, O., to Newton Falls, O., from 
March 5, 1920, to November 15, 1920, the rate being reduced 
the latter date. 

We have entered reparation claim for the difference be- 
tween the amount shipments were charged and what they should 
have been under the new rate, and the carriers have now PI® 
sented the claim to the public utilities commission of Ohio for 
authority to make payment. The public utilities do not bav¢ 
power to order reparation; however, they can approve paymel 
upon application of the carriers, and, due to the fact that thesé 
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REGULAR SERVICES 
FREIGHT and PASSENGER 
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ROUTE YOUR CARGO VIA 


MOBILE ::* GULFPORT :* PENSACOLA 


SHORT LINE EXPORT OUTLET 
From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
















Between 

NEW YORK MONTREAL 
BALTIMORE BOSTON 

and 
QUEENSTOWN ANTWERP 
PLYMOUTH HAMBURG 
LONDON MEDITERRANEAN 
LONDONDERRY LIVERPOOL 
CHERBOURG SOUTHAMPTON 

LEVANT 


S. W. Cor. Dearborn and Randolph Sts. 





A service placing the 
executive in a position 
to more economically 
handle fire and com- 
pensation insurance. 


General Offices: 





Boston, Old South Bldg. 
Buffalo, Ellicott Square 





No Waiting 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 






Belfast, Dublin and Bristol Channel Ports 
.% poy yh gamer Be f Mobile and Pensa 
oom —(Loadin rom 0 2 
PHILADELPHIA MANCHESTER pales cola)-~Due Mobile about June 5th 





PORTLAND, ME. 





GLASGOW AND 










—S.S. AFOUNDRIA —Due Mobile about July 12th 


NNEL —S. S. NESCO —Due Mobile about June 7th 
BRISTOL BRISTOL CHA —A-! Steamer —Due Mobile early July 
GLASGOW BRISTOL CITY —S.S.WALLKILL —Due Mobile about dune 30th 

AND CARDIFF —A-! Steamer —Due late July 
HAVRE LONDON AND EAST —A-! Steamer —Due Mobile middle June 
DANZIG CAT Re Ry | Keg. SEPRONK — —Bus Mobile SboutJane 13th 
—Du 

anata BREMEN _— ~Easte —Due Mobile about July Ist 









Telephone Central 2050 





POLICY HOLDERS UNION 


INSURANCE ATTORNEYS AND ENGINEERS 
SINCE 1902 


MANHATTAN BUILDING 
CHICAGO 





TRANS-CONTINENTAL FREIGHT CO. 
Export and Domestic Freight Forwarders 


Consolidators of Freight and Co-operators. with Shippers. 
Time, Trouble and Money. Don’t hesitate—IJnvestigate—Write for particulars. 
Chicago, 203 Dearborn St. 


Philadelphia, Drexel Bldg. 
Cincinnati, Union Trust Bldg. 
Cleveland, Hippodrome Bldg. 


Eastern Offices: 


Seattle, Alaska Bidg. 


No Writing 
**A child can find them’”’ 


EOAHOMA StITY 


Waterman Steamship Corporation, Sit" 
Our Service Backed by 18 Years 


A Service Which Saves 


New York, Woolworth Bid¢. 


Los Angeles, Van Nuys Bldg. 
San Francisco, Monadnock Bldg. 


No Telephones 


—Due Mobile about July 23rd 


Experience 


Correspondence invited 
from executives who 
desire a ‘‘buyer’s” in- 


formation on insurance. 





Portland, Ore., 13th and Kearney Sts. 
Write the Nearest Office. 


No Tariffs 


FREIGHT RATES 


To and from points in the United States and Canada 


This publication furnishes the Financial, Purchase and Sales Executives’ 


“MISSING COSTS” 


Getzler’s Guide, Inc., Rochester, New York 


Publishers of Loose Leaf Freight Rate Issues 


NEW YORK, N. Y., 115 Broad St. 
PHILADELPHIA, PA., 308 Parkway Bldg. 
BOSTON, MASS., 732 Colonial Bldg. 


—OFFICES— 
CHICAGO, ILL., 412 Standard Trust Bldg. 
DETROIT, MICH., 506 Garrick Theater Bldg. 


WASHINGTON, D. C., 433 Munsey Bldg. 
SAN FRANCISCO, CAL., 461 Market St. 
LOS ANGELES, CAL., 467 Pacific Elec. Bldg. 





CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. 


» Covet President, 90 West Street, New Y 
et oy 


ouet, New York. 
ERSLO 


FF, T 


York. 
» First Vice President, 90 West Street, New York. 
Second VI ce-President, 90 West Street, New York. 
OWELL, Third Vice President, in charge of Operation and Traffic, 


reasurer, 80 West Street, New ean 
WHITNEY, Secretary, 90 West Street, ow Yor 


New York Offices, 90 West St., New York 
E. A. FALL, Freight and Traffic M ~ K 90 West 
sj & R. DRANEY, Assistant Freight and Traffic Manager, 
‘ GOOKMAN BOYD, General Counsel, Builders’ Exchange Bldg. Baltimore, 
c. A. KELLEY, General Auditor, 90 West 


Street, 
5. CONNOR, -_—_— Wagners Point, Baltimore, Md. 
THOMAS KEARNY, General Solicitor, so West Street, New York. 


Street, New Y 
96 Weet Street, New 


New York. 


EXTENDS FROM WAGNERS POINT TO CURTIS BAY 


The Chesapeake & Curtis Bay Railroad 


ports and to take care of outgoing freight for foreign countries. 


This company maintains a 
Sorrespond 





eage 
Lighterage connection with all 






CONNECTIONS—At Clinton Street with 
arviand via float to Wagners Point, C. & C. B. 
to all pointe East, West, North and South” 






h standard of service in the handling of shipments to and from the industries located on its line. The territory covered by this 
offers superior sites for the <1. of industries of every description. Firms, individuals and corporations contemplating the location of business enterprises 
with Samuel J. Nathan, 90 West Street, New York City. Maps and full information concerning available property will be promptly furnished. 
at present operated, 7 miles; additional under construction. 
coastwise lines out of Baltimore for seaboard ports. 
Rxceptional location for plants desiring a delivery. 
the Pennaylvanie. ula Railroad vis 4 at Wagners Point, C. 


& 
R the Baltimore & Ohio 
debaistas Tcukalen aut Uae tea tae aieaicee oF tes 





Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined te intertor 


this railroad 
are invited te 


Cc. B. B. BR to Curtis Bay. At Port Covington with Western 
Sewall ye ~ EA Wagners Point. a ye BK, 
rate, 


Bal 
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shipments moved during the six months’ guaranty period, the 
question now arises as to whether carriers will be in position 
to make payment after they receive authority or permission 
from the public utilities commission, as we have every reason 
to believe that they will receive this authority. 

We know that the carriers are willing to make payment, and 
wish information as to whether they can reimburse us imme- 
diately on receiving the public utilities commission’s authority, 
or they will be obliged to place the matter with the Interstate 
Commerce Commission or with the Railroad Administration for 
further authority. 

Answer: Section 200-A of the transportation act 1920 pro- 
vides that federal contro] shall terminate at 12:01 a. m. March 1, 
1920. The jurisdiction of the Interstate Commerce Commission 
over intrastate rates subsequent to February 29, 1920, is there- 
fore limited to cases in which the finding is that there is undue 
or unreasonable advantage, preference or prejudice as between 
persons or localities in intrastate commerce on the one hand 
and interstate or foreign commerce on the other hand, or undue, 
unreasonable or unjust discrimination against interstate or for- 
eign commerce within the meaning of paragraph 4 of section 
13 of the interstate commerce act. (See Peerless Coal Co. of 
Illinois vs. A. T. & S. F. Ry., 57 I. C. C. 274.) 

The period of federal control does not cover the six months’ 
guaranty period and therefore the authority of neither the Inter- 
state Commerce Commission nor of the Railroad Administration 
is required for the payment of reparation covering intrastate 
shipments moving during that time. 


(1) Demurrage—Shipper Not Liable for, When Carrier Fails to 
Send Notice of Refused or Unclaimed Freight. (2) Delay 
Resulting from Carrier’s Failure to Send Notice of Refused 
or Unclaimed Freight—Liability of Carrier for Damage 
Resulting Therefrom 
Minnesota.—Question: We shipped from one of our stations 

three cars of potatoes to ourselves, advise buyer at Joliet, Il. 
Cars arrived at destination November 16 and were tendered 
buyer the same date. The market at this time was declining 
and the buyer kept continually advising the carrier that he 
would take up the shipments, but on December 2, owing to 
market conditions, he refused the cars. Carrier notified us to 
that effect the same day after cars had stood on track seventeen 
days. We immediately wired several of our customers and ex- 
hausted every effort to dispose of the cars, but the market had 
reached such a low mark and the demand was so light that we 
placed cars in storage at Joliet December 6. Carriers. have now 
presented us with demurrage bills amounting to about $200, 
which we have declined to pay, inasmuch as it is our opinion 
that carrier was negligent in allowing the cars to stand on track 
for such a length of time. 

In your opinion are we not justified in filing claim for the 
entire amount of our loss, including the additional expense in- 
curred in trying to dispose of the cars? Also, can we not refuse 
to pay the demurrage charges and include same in our_claims, 
carriers’ investigation to decide who is liable? Cars being con- 
signed on straight bill of lading to ourselves, advise, would it 
not be compulsory on the part of carrier’s agent to notify us? 

Answer: (1) Paragraph 2-A of section E of the Uniform 
Demurrage Rules, provides that when unclaimed perishable car- 
load freight has not been disposed of within two days from the 
first 7 a. m. after the date on which notice of arrival has been 
sent or given consignee, notice to that effect shall be sent by 
wire, as provided in paragraph 1 of this section. Subdivision 
(b) of paragraph 2 of section E stated that when other carload 
freight is unclaimed within five days from the first 7 a. m. after 
the date on which notice of arrival has been sent or given the 
consignee, notice to that effect shall be sent by wire, as provided 
in section 1 of this section. Paragraph 4 of section D of rule 
8 provides that in case of failure by the railroad to send notice 
in accordance with the provisions of rule 4 of section BH, the 
consignor shall not be held liable for demurrage charges between 
the date the notice should have been sent and the date it was 
actually sent. 

(2) While we know of no case which so holds, it might 
properly be held, we believe, that the carrier’s failure to notify 
the shipper of refused or unclaimed freight, as required by its 
regularly published tariffs, constitutes a delay in transit for which 
a carrier must respond in damages to the shipper to the extent 
of the damage caused by its failure to promptly notify the 
shipper. 

Delay Resulting from Strike 


Texas.—Question: On May 5, 1920, “A” Brothers of Balti- 
more, Md., shipped us from Baltimore, Md., to Brownwood, Tex., 
a carload of canned tomatoes. This shipment was delayed in 
transit until August 14, 1920, when it was received at destina- 
tion and delivered to us. In the meantime the market on these 
goods had declined from 15 cents to 35 cents per dozen on the 
different sizes. We promptly filed our claim covering this de- 
cline with carriers at destination. They declined the claim for 
the reason that at the time this shipment moved the port of 
Philadelphia had been badly congested, due to the strike of 


switchmen and longshoremen, and that the port of New York 
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had been tied up. They claim they did the very best they could 
under the circumstances and that the shipment referred to was 
forwarded just as quickly as it was possible to do so (copy of 
their letter attached). Are the carriers justified in declining 
this claim? 

Answer: A carrier is not an insurer against delay to the 
same extent as it is an insurer against loss of: goods. At the 
root of the matter lies the question as to whether or not the 
railroad has been negligent. If the delay has been caused by a 
strike which has occurred without the fault of the carrier, then 
the carrier will not be liable for damage caused by delay. On 
the other hand, where a strike is caused by a reduction of wages 
which disables the company from carrying on its business, this 
will not excuse the company for failure to transport the goods 
to destination within a reasonable period of time. This on the 
theory that the railroad company is responsible for the strike, 
Demurrage Resulting from Acceptance of Cars from Carrier Re. 

gardless of Its Embargo—Liability of Consignee for 


Illinois—Question: The delivering carrier placed an em- 
bargo against this mill on all coal, this on account of our being 
unable to unload cars as quickly as tendered by the transportation 
company, our coal pile being on fire. This coal is handled by 
four roads, including the delivering line, and agent of the latter 
road, which placed the embargo, states that all connecting lines 
were notified in the usual manner and at the proper time. 

Despite this embargo, the bill of lading carrier continued 
to accept cars destined to this embargoed point, the intermedi- 
ate lines accepted such cars, and the road which had placed 
this embargo received and held them. We were notified daily 
by telephone that cars were constructively placed, and were 
finally presented with demurrage bills amounting to eleven hun- 
dred dollars; we refused to pay this amount and instructed ship- 
per to discontinue shipments; he claims this was the first notice 
he had received in regard to embargo. We would appreciate 
your opinion as to whether or not this demurrage should be 
paid, citing any similar cases which you may recall. 

Answer: In view of the Commission’s decision in the case 
of Timken Roller Bearing Co. vs. Wheeling & Lake Erie Ry. 
Co., 59 I. C. C. 149, we are of the opinion that you are liable 
for the demurrage which accrued on the cars in question, for 
in this case the Commission holds, in effect, that a carrier may 
waive the terms of an embargo even though, in doing so, demur- 
rage results on account of the inability of the consignee to un- 


load cars tendered in excess of its unloading facilities. 
Claims—Notice of 


Minnesota.—Question: Paragraph 2, section 2 of the uni- 
form bill of lading provides that claims on which the carriers 
failed to make delivery must be filed within six months after a 
reasonable time for delivery has elapsed, and provides that if 
the loss, damage or injury was due to delay or damage while 
being loaded or unloaded or damaged in transit by carelessness or 
negligence, then no notice nor filing of claim shall be required 
as a condition precedent to recovery. 

We have filed several claims after a lapse of about eight 
months for shipments which have become lost in transit, and 
were not delivered to the consignees. What would be the obliga- 
tion of the carrier in connection with a claim of this nature? 
We have taken the position that it is necessary for carrier to 
show that failure to make delivery was not the result of care 
lessness or negligence in loading or unloading, or handling in 
transit. They cannot, of course, produce this information. Con- 
sequently we maintain that the carriers would be obliged to pay 
claim covering shipments which have become lost in transil, 
regardless of whether or not the claims were filed within the 
six months’ period as prescribed in section 2 of the bill of lading. 
Kindly give us any citations to which we might refer in our 
claims. j 

Answer: There are as yet but one or two decisions of the 
courts which pass upon the question as to whether notice of 
claim is necessary when the damage is caused by the negligence 
of the carrier. (See Hailey et al. vs. O. S. L., 253 Fed. 565, and 
Mann vs. F. & E. C. Transportation Co., 96 S. BE. 731.) However, 
in the first named case the court stated that unless the claimant 
alleged and proved notice in the filing of a claim he must allege 
and prove negligence on the part of the carrier. 


FINAL PAYMENTS TO RAILROADS 
The United States Railroad Administration reports the fol- 


‘lowing final settlements, and has paid out to the several roads 


the following amounts: 


Carolina, Clinchfield & cate ne Ay ey ee eee Re eee aT $550,000.00 
Oregon Electric Ry. Co 
Tp OCEAN IT ee renal ths 100, "000.00 
Farmers Grain and Shipping Co Pett 
Southern Illinois and Missouri Bridge Co.............0s0e005 40, ae 
Baltimore Steam Packet Co. 
The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the a& 
ministration during the twenty-six months of federal control. 
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= a7 Railroad Accounting Service 


Valuations— 
Cost Statistics 
Vv Systems for Accounting Offices 
A corps of thoroughly experienced railroad accountants 
and analysts are available for the preparation of Federal 
Control and Guaranty Claims. 


THE ROBERTS-PETTIJOHN-WOOD CORPORATION 


Mills Bldg., Washington, D.C. Twenty East Jackson, Chicago 
By Appointment—Special Accountants, American Short Line Railroad Assn 
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BALTIMORE 


PORT of LOS ANGELES and SAN FRANCISCO 
and HAWAIIAN ISLANDS 


Express Freight and Passenger Service 


S.S. BUCKEYE STATE—June 11th 
S.S. HAWKEYE STATE—July 16th 


Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents United States Shipping Board 
BALTIMORE SAN FRANCISCO HONOLULU 
26 So. Gay St. 120 Market Street Castle & Cook, Ltd. 


SERVICE 


Service is a term of much elasticity, espe- 
cially in the matter of a representation of 
principals’ interests; and the degree to 
which it may be given is dependent solely 
upon the completeness and experience of 
the organization rendering Service. 
















































In the booking, tracing, forwarding and 
general handling of your commodities, for 
export shipment, you may expect from this 
Company a comprehensive representation 
and a Service personal in its nature, rather 
than routine. The scope of this organiza- 
tion insures it. 
















THE W. L. RICHESON CO., Inc. 


Freight Brokers and Forwarders 
Export Shipping for Account of Principals Throughout the World 


613 to 621 Whitney-Central Bldz., 
NEW ORLEANS, LA. 


Galveston Office: 
810-12 American Natl. Ins. Bldg. 





















New York Office: 
401 Produce Exchange 
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THREE STAR LINE 





(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 






AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 



























Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 
BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


417 SOUTHERN BUILDING 















Phone Main 2210 












Camphuis & Company, Inc. 


Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 




































Traffic in Mexico Improving Daily 


Write us for full particulars and request 
a copy of our shipping instructions. 
















OFFICES: 


Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico 
Piedras Negras, Coah., Mexico Mexico City 
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TIME FOR FILING CLAIMS 


The Trafic World Washington Bureau 


After brief consideration the Senate, June 10, passed the bill 
extending the time for the filing of overcharge claims to two 
years beyond the end of federal control. The measure now goes 
to the House. 


URGES REPEAL OF FULL CREW LAWS 


Unnecessary full crew laws are responsible for a cost to the 
railroads of $40,000,000 a year, Howard Elliott, editor of club 
bulletin, said in an address on “Reducing the Railroads’ Waste 
Line,” before the Traffic Club of New York, May 3. Mr. Elliott 
referred to so-called “the stuffed crew laws,” and urged their re- 
peal in the nineteen states where they are now effective. 

“Forty million dollars would buy 1,000 locomotives at $40,- 
000 each,” he continued. ‘It would pay for the installation of 
20,000 miles of block signals at $2,000 a mile. It would buy 8,000 
passenger coaches at $5,000 each. It would pay for 20,000 freight 
cars at $2,000 each. It would abolish 2,000 grade crossings at 
$20,000 each. It would pay interest for one year on more than 
half a billion dollars at 7 per cent. 

“It would meet the expense of installing many locomotive 
superheaters, brick arches and other improvements which the 
economist of the brotherhoods says should be made, but which 
the railways are not financially able to make, the poor earnings 
on the present property investment preventing them from rais- 
ing sufficient additional capital.” 

Mr. Elliott said that when railway employes’ representatives 
say that a large part of the casualties in railroading are caused 
by underinanning trains “they speak an untruth.” “Thorough 
investigation,” he declared, “shows that at least 97 per cent of 
all the accidents have no relation to the length of the train or 
the size of the crew. On the other hand, unnecessary men are 
not only in the way, but they represent added risks of injury.” 

A campaign for the repeal of the laws was urged in a resolu- 
tion offered by Mr. Elliott. The Association of Railway Execu- 
tives, the American Railway Association, the National Industrial 
Traffic League, the United States Chamber of Commerce and 
the Railway Business Association will be asked to aid in the 
movement. 


EXTENSION OF MEMPHIS-S. W. SCALE 


The Trafic World Washington Bureau 


Another argument on the Shreveport case, or some phase 
of it, was had, June 3, when C. D. Drayton for the carriers, E. A. 
Haid for the Arkansas commission, Edgar Moulton for the New 
Orleans trade bodies, G. P. Maxwell for Dallas and E. P. Byars 
for northeast and west Texas, discussed the issues raised in I. 
and S. 1269, extension of Memphis-Southwestern scale to addi- 
tional southwestern points. In that case the Commission sus- 
pended schedules of the carriers in which the railroads proposed 
to extend the scale prescribed by the Commission in docket No. 
9702, the Memphis-Southwestern investigation. 

Shippers opposed the extension of that scale because it was 
higher, they claimed, for distances greater than 250 miles, than 
the Shreveport scale. The amended fourth section, with its 
equidistant clause, was introduced as a new element making for 
uncertainty in the whole situation, to be superimposed on the 
uncertainty created by the Commission, which, on March 16, 1920, 
heard arguments on the question as to whether a scale should 
be used throughout the whole of the Southwest, and, if the 
answer were in the affirmative, what scale should be applied. The 
Commission has never made an answer on the arguments of more 
than a year ago. 

The carriers, however, assuming that the answer would or 
should be in the affirmative, filed schedules proposing that the 
scale in the Memphis case should be applied throughout the 
Southwest. During the discussion, June 3, the shippers referred 
to the multiplicity of scales that have been prescribed for use 
in the Southwest or parts thereof, the number of which is so 
great that, without considerable thought, a man who has been 
fairly familiar with the situation cannot name them all. 


In answer to a question by Commissioner Campbell, E. A. 
Haid said that the carriers and shippers are now agreed that 
there should be only one scale. A declaration to that effect had 
earlier been made by C. D. Drayton, who asked for confirmation 
by attorneys for the shippers. The latter, however, had not 
sensed his declaration, so Mr. Drayton proceeded without con- 
firmation. Later it appeared that each desired a small excep- 
tion to the uniformity that, in theory, would be brought about 
by a scale. 

In his argument on the merit of the quantum of the rates 
proposed in the scale, Mr. Drayton gave the usual data about 
the cost of service. That feature of his argument was less in- 
teresting to the Commissioners than his theories about the 
amended fourth section. As to that, he laid down the proposi- 
tion that circuity of a route is not the only ground upon which 
the Commission is authorized to grant fourth section relief. He 
said the fact that one of the competing routes between two 
given points is composed cf the rails of two carriers, and is no 
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longer than the rails of the single carrier between the same 
points, creates a “special case” warranting relief. He said that, 
route composed of the rails of two carriers, no longer than the 
single line route between the competing points, is entitled to re 
lief, especially where, as in the case on argument, the Commis. 
sion has prepared a scale prescribing rates for single and two 
or more line hauls. 

Relief must be granted as tosuch routes, else the reasonable 
scale for two or more line routes could not be used, and the 
primary object of a scale would be thereby destroyed, he saiq, 

As to the equidistant clause of the fourth section, he said it 
should not be held to apply to a two or more line route between 
the competing points, because in prescribing rates for hauls 
over two or more lines the Commission had given recognition 
to the fact that the cost of service over multiple line routes was 
higher than over single line routes. He argued that a multiple 
line route should be freed from the obligation of the equidistant 
clause in the fourth section, because, except by tying the two 
routes together fer joint rate purposes, the question of no higher 
rates to intermediate points than for like distances on the direct 
line could not arise. That is to say, if one line on the two-line 
route is 250 miles long, while the direct line is 300 miles long, 
the question of circuity can not be raised as to that line. If the 
other line, necessary to make up a through line to the short line 
point, is 150 miles long, then the question cannot be raised as 
to that carrier. Only when taken together, as if they were only 
one railroad, would the equidistant clause come into operation, 

Commissioner Eastman called attention to the fact that the 
Commission, in Central Freight Association and New England 
territories, had prescribed scales for application without regard 
to whether the routes were made up of the rails of one ora 
dozen carriers, the rates being supposed to be high enough, on 
the average, to give reasonabie compensation to each railroad, 
He wanted to know if that could not be done for the Southwest. 


NORFOLK AND WESTERN BONDS 


The Norfolk & Western has been authorized, in finance 
docket No. 1380, to sell, at not less than par and accrued interest, 
$269,000 worth of convertible 10-20 year 4 per cent gold bonds, 
$1,213,000 worth of convertible 10-25 year 4% per cent gold bonds, 
and $522,000 of convertible 10-year 6 per cent gold bonds to 
reimburse its treasury for capital expenditures made in the 
calendar year 1919 for additions and betterments to road and 
equipment. No arrangement for the sale of the bonds had been 
made at the time of the application, but the company said it 
did not propose to sell the bonds at less than par, and that any 
commission paid for their sale would not exceed 3 per cent. 


PERE MARQUETTE NOTES AND BONDS 


The Pere Marquette has been authorized, in finance docket 
No. 1397, to pledge and repledge from time to time all or part 
of $3,231,000 worth of its first mortgage 5 per cent, series A, 
gold bonds of 1916, now held in its treasury, as collateral se 
curity for a note or notes which may be issued under paragraph 
(9) of section 20 (a). The Commission said that the informa 
tion furnished to it with regard to a note or notes aggregating 
$2,100,150 was not sufficient to warrant action upon that part 
of the application. 


DETROIT, TOLEDO & IRONTON BONDS 

The Detroit, Toledo & Ironton, in finance docket No. 1394, 
has been authorized to issue and sell at par $182,000 worth of 
its first mortgage bonds to reimburse its treasury for expendi: 
tures for additions and betterments, made between July 1, 1919, 
and July 1, 1920. The bonds are to be disposed of at par to 
the principal holders of the the applicant’s stock and outstan¢- 
ing bonds. That principal holder of outstanding stocks and 
bonds is Henry Ford. ’ 


LONG ISLAND RAILROAD BONDS 


The Long Island Railroad Company has been authorized, il 
finance docket No. 1095, to issue $3,876,000 of refunding mort 
gage 4 per cent gold bonds, and to exchange them for a like 
amount of its unified mortgage 4 per cent gold bonds. In finance 
docket No. 1414, issued at the same time, the Pennsylvania 
Railroad Company is authorized to assume liability as guarantor 
for the payment of principal and interest of the Long Island's 
refunding mortgage bonds. 


LEASE OF G. R. & |. RAILWAY 

The Pennsylvania Railroad Company has applied to t® 
Commission for authority to lease the railroad and property of 
the Grand Rapids & Indiana Railway Company for a period 
of 999 years from January 1, 1921. The majority of the stock 
of the G. R. & I. is owned by the. Pennsylvania. The applica! 
states the purpose of the application is to secure unity of oper 
tion and management of railroad properties which are a Pa! 
of the Pennsylvania System. : 

An identical application was filed by the Pennsylvania with 
respect to the railroad and properties of the Pittsburgh, Cincl™ 
nati, Chicago & St. Louis Railroad Company, and the same Te* 
son given for asking approval of the lease. 
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Acquire an Expert Knowledge of 
TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping?— to reap 
greater benefit from the interstate commerce rulings? — to 
i handle more advantageously the problems that come up in 
ef domestic and foreign traffic? Then investigate the LaSalle Problem 
j Method of home-study in Interstate Commerce and Industrial and 
Railway ic Man ent. Find out how this course can assist 
you to better knowledge of traffic management by giving you 
the experience of more than 70 of America’s well known author- 
; ities and traffic executives. Write for catalog and 
low cost monthly payment p! 


lan. 
LaSALLE EXTENSION UNIVERSITY 
Department 695-TA CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 


HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg. Co. 
The House of Real Service 










POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 

















EADY for immediate delivery. 
exporting manufacturers. 













oo ~ Index of Ports, Cities and Countries of the 


orld. 

Alphabetical List of Steamship Lines and Agents. 
Approximate Values of Foreign Coins. 

Banks and Bankers In Foreign Trade. 

Bills of Lading (Arrangement of). 

Cable Rates. 

Cemmerce, Industries, etc., of each Country. 
Commercial Terms (Explanation of). 

Consignment of Goods. 

Consular Invoices (Fac-similes and Instructions). 
Consular Regulations (in full for each country). 
Consuls (American and Foreign). 

Conversion Tables of Forelgn Currencies. 






Marine insurance. 





Parcels Post. 
Packing for Export. 
















matters and is in almost daily use.” 






which they may be conveniently filed. 








days’ free examination. 
plete service. If not, send it back, charges collect. 
in and mail the coupon. 


THE TRAFFIC WORLD 


San Francisco Warehouse Co., san 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 


The 1921 (Sixteenth Annual Edition) 


Exporters’ Encyclopaedia 
MORE THAN A BOOK—A SERVICE 


The only authoritative and complete guide for 
Contains accurate detailed information on every 
question which can arise in connection with an export order. 


CONDENSED TABLE OF CONTENTS 


Distances from New York (Table). 

Drawbacks on Export Shipments. 

Foreign Drafts (Arrangement of). 

Foreign Postage Rates. 

Foreign Weights and Measures (American Equivalents). 
Mall Time to Foreign Cities. 


Metric Weights and Measures. 
Minimum Bills of Lading (for each shipping route). 


Postal Money Order System (Foreign). 
Protection of Trade Marks 
Selling American Goods Abroad. 


Abroad. 


and 
All the Shipping Routes from New York, Philadelphia, Boston, Baltimore, Savannah, New Orleans and Pacific 
Coast Ports to all parts of the world, arranged under countries which they serve. 
detailed Information concerning the regulations and requirements of each line to be observed by the shipper. 


“Our Text Book on Export Matters” 


Each section gives complete 


ings to various countries, Consular regulations respecting transportaton of freight to a particular country, steamship 7 
regulations governing the form, issuance and substance of shipping receipts and procedure in making export shipments. 


Our experience in connection with the gathering of export information has developed that your work contains com- 


With a subscription to the ENCYCLOPAEDIA is included a bulletin service consisting of fre- 
quent bulletins keeping the information accurate and up-to-date, and a loose-leaf binder in os & AS 


FREE EXAMINATION OFFER 


Don’t send any money. Mail the coupon and we will send the ENCYCLOPAEDIA for five Ze BYES 


managers $5,000 to $10,000 a year. Yet the traffic man who gete this 
big pay must actually know traffic work. You can quickly become a 
real traffic expert—stop losses—earn big money for yourself. Countless 


good openings for trained men. 

LEARN AT HOME—BOOK FREE. New home study Actual Prac- 
tice Method will quickly make you a Certified Traffic Manager. You can very soon 
qualify for a splendid traffic position. Write quick for big, new, illustrated book 
describing this wonderful training in detail. Write today. Address AMERICAN 


COMMERCE ASSOCIATION, Dept. 26-B, 4043 Drexel Blvd., Chicago, Il. 





cause the loss of many hard 


BAD ORDER CARS earned dollars to railroad com- 


panies and shippers of grain, seed, food stuffs and package 
goods. 


MUCH OF THIS LOSS (2onneis’oae Des. “these 
ennedy Car Liners. ese 
car liners practically condition a bad order car and enable ship 
pers to load cars that otherwise would be rejected. 
KENNEDY SYSTEM of car liners prevent leakage 


in transit and afford sani- 
tary protection to bulk shipments and food stuffs. 


WE MAKE Kennedy Car Liners for all cases of bad 
order cars, consisting of full Standard 
Liners, End Liners, Door Liners, Sanitary and Sand Liners. 


WIL Y U NOT give us an opportunity to submit 
L 0 full details of our system and the 
low cost of same? We are confident this would demonstrate to 


you the efficiency and money saving merits of our proposition. 


THE KENNEDY CAR LINER & BAG CO. 


SHELBYVILLE, INDIANA 
Canadian Factory at Woodstock, Ont. 






625 Third Street 


Francisco, California 
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- 12729. 


Digest of New Complaints 


12716. Utah Gilsonite Co., St. Louis, Mo., vs. A. T. & S. F. et al. 

Unjust, unreasonable and prejudicial rates on crude asphaltum 
from American and Watson, Utah, to various interstate destina- 
tions. Asks just and reasonable through routes and joint through 
rates, adequate car supply at American, Utah, and Mack, Colo., 
and reparation. : 
12717. Harding Cream Co. et al., Omaha, Neb., vs. A. T. & S. F. 
et al. 

Unjust and unreasonable classification on buttermilk, condensed 
or evapodated, in territory embracing northern peninsula of Mich- 
igan, states of Wisconsin and Minnesota, that part of Illinois 
north or west of a line drawn from Chicago to East St. Louis, 
and Western Classification territory. Asks cease and desist order, 
just and reasonable classification, which complainant says would 
be Class C instead of Class B, the classifiaction complained of. 
11818, Sub. No. 1.. The Western Lumber Co., Columbus, O., vs. 
Payne, as agent. 

Against the penalty charge of $10 per car for each day or frac- 
tional part of a day that cars loaded with lumber were held for 
reconsignment after 48 hours after the hour at which free time 
began to run under the demurrage rules as unjust, unreasonable, 
unjustly discriminatory, unduly preferential and prejudicial. Asks 
reparation. 
12718. Capital @o., Grand 
Trunk and Payne. 

Unjust and unreasonable rates on sisal from New Orleans, La., 
to Indianapolis, and reshipped to Welland, Ont. Asks reparation. 
12719. Capital Warehouse Co., Indianapolis, Ind., vs. C. & N. W., 
-ayne et al. 

Unjust and unreasonable rates on sisal from Indianapolis to 
St. Paul, Minn. Asks just and reasonable rates and reparation. 
12720. Capital Warehouse Co., Indianapolis, Ind., vs. C. B. & Q., 
Payne et al. 

Unjust and unreasonable 
North Kansas City, Mo. 
reparation. 

12721. Anderson, Clayton & Co., Oklahoma City, Okla., vs. Payne, 
as agent. 

Unjust and unreasonable rates, also violative of the fourth sec- 
tion, on cotton for export to Japan through the ports of Seattle 
and Tacoma, Wash., such cotton having originated at points in 
Oklahoma. Asks reparation. a 
12722. Roxana Petroleum Corporation, St. Louis, Mo., vs. Wichita 
Falls & Northwestern, Payne et al. 

Against a rate of 36%c per 100 Ibs. on crude oil from Burk- 
burnett, Tex., to Roxana, Ill., as unjust, unreasonable and un- 
justly discriminatory to the extent that it exceeded a subsequently 
established rate of 29%c. Asks reparation. 

12723. Western Meat Co., San Francisco, Calif., vs. 
agent. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential and préjudicial rates and charges for the transportation 
of freight in carload quantities between South San Francisco and 
San Francisco. Asks reparation. 
bet Walter T. Varney, San Francisco, Calif., vs. Union Pacific 
et al. 

Unjust, unreasonable, unlawful, prejudicial and unduly dis- 
criminatory rates on aeroplanes from Lincoln, Neb., to Reno, Nev., 
and: from Lincoln, Neb., to Redwood City, Calif. Asks cease and 
desist order, just and reasonable rates and reparation. 

12725. United States Steel Products Co., New York, N. Y., vs. 
Alabama & Vicksburg, Payne et al. 

Against demands of defendants for collection of demurrage, de- 
tention or storage charges alleged to have accrued on various 
shipments of steel articles and steel products shipped from various 
interstate destinations to Seattle and Tacoma, Wash., for ship- 
ment outside the United States. Asks cease and desist order. 
12718, Sub. No. 1. Capital Warehouse Co., Indianapolis, Ind., vs. 
Payne, as agent. 

Unjust and unreasonable rates on sisal, as well as unduly preju- 
dicial and preferential, by reason of refusal of defendant to pro- 
vide for the storing of sisal in transit at Indianapolis and its 
reshipment therefrom at the through rates from New Orleans, La. 
Asks reparation of $20,000. 

12726. Hagerstown (Md.) Chamber of Commerce vs. 
Maryland et al. 

Unjust, unreasonable, unduly preferential or prejudicial rates on 
bituminous coal originating in the so-called Pittsburgh-Youghio- 
gheny, Connellsville, West Virginia, Cumberland and Piedmont 
coal districts to Hagerstown, Md., in that they exceed rates 
applied on coal shipments from those districts to Martinsburg, 
W. Va. Asks cease and desist order, just and reasonable rates 
and reparation. 

12727. Fairbanks, Morse & Co., Beloit, Wis., vs. Payne, as agent. 

Unjust and unreasonable rates on moulding sand from Michigan 
City, Ind., to Beloit, Wis. Asks reparation. 

12728. The Procter & Gamble Co., Cincinnati, O., vs. 
agent. 

Unjust and unreasonable 
coast ports to Kansas City, 
N. Y. Asks reparation. 
David Cole Creamery Co. 
Q.. Payne et al. 

Excessive, unjust and unreasonable rates on C. L. shipments of 
butter, eggs, live and dressed poultry from Omaha, Neb., to des- 
tinations east of the Indiana-Illinois state line and south of the 
Ohio River in that they were based on the Mississippi River 
combination. Asks just and reasonable rates and reparation. 
12777. Aetna Explosives Co., Inc., New York City, vs. Pennsyl- 
vania, Payne et al. 

Unjust and unreasonable rates on imported nitrate of soda from 
Jersey City. N. J., Norfolk, Va.;: Port Richmond, Pa.: New York. 
N. Y., and Baltimore, Md., to Fayville, Ill.; Goes, O.; A&tna, Ind., and 
Ishpeming, Mich. Asks cease and desist order, just and reason- 
able rates and reparation. 

12778. Salem Glass Works et al., 
Central, Payne et al. 

Unjust, unreasonable and unjustly discriminatory rates on soda 
ash from Detroit and Wyandotte, Mich., to Salem and Millville, 
N. J. Asks for reparation down to basis of rates via Pittsburgh. 
12779. National Preservers and Fruit Products Assn., Washing- 
ton, D. C., vs. Abilene & Southern et al. 


Warehouse Indianapolis, Ind., vs. 


rates on sisal from Indianapolis to 
Asks just and reasonable rates and 


Payne, as 


Western 


Payne, as 


rates on vegetable oils from Pacific 
Kan., Ivorydale, O., and Port Ivory, 


et al., Omaha, Neb., vs. C. B. & 


Salem, N. J., vs. Michigan 


Unjust, unreasonable and excessive charges for refrigeration on 
crushed fruits and berries from points in Oregon and California to 
various destinations in the United States. 
order and reparation. 


Asks cease and desist 
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12779, Sub. No. 1. National Preservers and Fruit Products Aggn,, 
St. Louis, Mo., vs. Payne, as agent. 

Unjust and unreasonable charges for refrigeration on shipments 
of preserved or crushed fruits or berries from points in Oregon 
and California to various destinations in the United States during 
the period January 1, 1918, to February 27, 1920. Asks cease ang 
desist order, waiver of collection of undercharges and reparation, 
12780. Western Pine Mfrs.’ Assn et al., Portland, Ore., vs. Any 
Arbor, Payne et al. 

oe unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates because of application of unreasonable 
and discriminatory minima weights and rules on shipments of 
lumber and forest products from points in the Inland Empire to 
interstate destinations in the United States. Asks cease and de- 
sist order, reasonable, definite, non-discriminatory and satisfactory 
rules and regulations, and reparation. 

12781. Wilckes, Martin, Wilckes Co., New York, N. Y., vs. B. & 
O., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on phosphate of lime from Camden and Coopers Point, 
N. J., to St. Louis and Kansas City, Mo. Asks cease and desist 
order, just and reasonable rates and reparation. 

12782. Rio Grande Valley Chamber of Commerce et al., San Juan, 
Tex., vs. St. Louis, Brownsville & Mexico et al. 

Unjust, unreasonable and discriminatory class and commodity 
rates from points in the lower Rio Grande valley of Texas to 
various interstate destinations, by reason of the application of 
unjust differentials. Asks for just, reasonable and non-discrim- 
inatory rates. 

12783. Rio Grande Oil Co., El Paso, vs. Arizona Eastern. 

Unjust and unreasonable and unduly prejudicial rates on petro- 
leum and its products from El Paso to points in New Mexico and 


Arizona. Asks for reasonable rates and reparation. 
12784. Southeastern Express Co., Atlanta, Ga., vs. American 


Ry. Express Co. rae 
Ask for cease and desist order as to restrictions on_ routing of 
express matter and an order to enter into through and joint rate 


arrangements. 


. 12785. Buckeye Cotton Oil Co., Macon, Ga., vs. C. C. C. & St. L, 


Director General et al . 

Unjust and unreasonable, unduly prejudicial rates on cottonseed 
from points in Florida to Macon, Ga., during federal control. Asks 
for reasonable rates and reparation. 

Southern Fisheries Assn., Jacksonville, Fla., vs. American 
Ry. Express. 

Unjust and unreasonable rates and practices by reason of failure 
of American and Southeastern Express companies to establish 
through routes and rates. 

— Central Wisconsin Supply Co., Beaver Dam, vs. 
et al. 

Unjust and unreasonable rates on fir shingles from Silver Beach, 
a to the complainant. Asks for reasonable rates and repara- 
ion. 

12788. Ouachita Valley Glass Co., Bastrop, La., vs. A. & V. et al. 

Unjust and unreasonable rates on cullet from Winchester, La.. 
to Bastrop, La. Asks for reasonable rates and reparation. 
12789. Central Iron and Steel Co., Harrisburg, Pa., vs. 
bell’s Creek R. R. et al. 

Unjust and unreasonable rates and charges on coal from Spring 
Fork, W. Va., to Harrisburg. Asks for rate not exceeding $1 and 
reparation. 

12790. Lincoln (Neb.) Chamber of Commerce vs. C. B. & Q. and 
Director General. 

Unjust and unreasonable switching charges at Lincoln during 

federal control. Asks cease and desist order and reparation. 


12791. Same vs. D. & R. G. et al. 
Against reconsignment and diversion rules on coal as_ unjust 
and unreasonable. Asks for reasonable rules and reparation. 


12792. American Hominy Co., Indianapolis, Ind., vs. Director Gen- 
eral, as agent. 

Unjust and unreasonable rates on oats from Louisville, Ky., and 
Evansville, Ind., to New Orleans, La., for export. Asks for repara- 
tion. 

12793. Central Cypress Co., Centralia, Fla., vs. Payne, as agent. 

Unjust, unreasonable and unjustly discriminatory rates on coal 
from points in Kentucky and Alabama to Centralia, Fla. Asks 
reparation. 

Leg Eddy & Eddy Mfg. Co., St. Louis, Mo., vs. Mo. Pac., Payne 
et al. 

Unjust and unreasonable rates on starch and pickle goods from 
St. Louis, Mo., to Tampa, Fla. Asks reparation. 
= Firestone Tire and Rubber Co., Akron, O., vs. Payne, a% 
agent. 

Unjust and unreasonable rates on pneumatic rubber tires from 
Akron, O., to San Francisco, Calif., for export. Asks reparation. 
12796. Los Angeles Pressed Brick Co., Los Angeles, Calif., vs. 
-acific Electric Ry., Payne et al. 

Unjust and unreasonable rates on common brick from Sunset, 
Calif., to Clarkdale, Ariz. Asks reparation. 

12797. Firestone Tire and Rubber Co., Akron, O., vs. Payne, as 
agent. 

Unjust and unreasonable rates on imported crude rubber from 
Pacific coast ports to Barberton and Akron, O. Asks reparation 
of $86,959.41. 

12798. Galveston Commercial 
Colorado & Santa Fe et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on canned goods, dried beans and other commodities 
originating on the Pacific coast, including Arizona and New Mex- 
ico; ores, bullion and smelter products originating in Texas, NeW 
Mexico, Arizona, California and other western states; rice from 
Texas, Arkansas, Louisiana and California; cement and cement 
plaster from Texas, Oklahoma, Kansas and other western states: 
petroleum and its products from Texas, Oklahoma and Louisiana: 
rosin and turpentine from Texas and Louisiana; cottonseed an 
peanut cake and meal from Texas, Oklahoma, Arkansas, Louisiana 
and California; grain and grain products from Texas, Oklahoma, 
Kansas, Nebraska, Minnesota, Colorado, Utah, Idaho and _ othe! 
states west of Mississippi River; coffee from shipside Galveston 10 
Texas, Oklahoma, Arkansas, Kansas and other states west of the 
Mississippi River, also Illinois and states west thereof, as Well 
as a number of other commodities moving to and from shipside, 
Galveston, for export, import and coastwise, because port, 
Galveston is discriminated against in favor of the ports of NeW 
Orleans, La., Port Arthur, Tex., and other gulf ports. Asks ceasé 
and desist order and just, reasonable and non-discriminatory rates 
and terminal rules and regulations. 


Big Four 


Camp- 


Assn., Galveston, Tex., vs. Gulf, 


12799. Board of Commissioners of the Port of New Orleans VS: 
Payne, as agent. : 0 
Unjust and unreasonable rates on lumber from points on ye 


&N., N. O. & G. N., and L. Ry. & Nav. Co. to Seabrook, La. 
reparation. 
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Just Out 
NEW MAPS 


Showing Revised Groupings 
of Points in C.F. A. Territory 


IN CONNECTION WITH 


New York-Chicago Rates 





There are two of these maps, 

one showing eastbound and 

the other showing west- 
bound groupings. 


They Are Official 


They are printed in six colors, from 
new plates, on a good quality of bond 
paper, and each map is 38x40 inches 
in size. 


The price of each map is $1.00 


If you only want one, be sure to say which 


The Traffic Service Corporation 


418 South Market Street 
CHICAGO 


THE TRAFFIC WORLD 


Serving the 


Great Southwest 


KANSAS, OKLAHOMA 
& GULF RAILWAY 







The new era of transportation 
. demands personal service. We 

eer { | fundertake to render this service. 
¢ Let us assist you in solving your 
transportation problems. Our 
organization istrained and facil- 
his purpose. 













No bothersome large terminals, 
coupled with through freight 
trains, assures continuous 
movement between Missouri 
River and Mississippi River 
gateways and Oklahoma,Texas 
| and Texas Gulf Ports. Mark 





These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
729 Wabash Bldg., Pittsburgh,,Pa. Phone Court 4601-2. 


Mr. D. R. Peck, General Agent, 
208 S. La Salle St., Chicago, Ill. Phone Harrison 1801. 
E. J. OO CONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 
























Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
fations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

June 13—Kalamazoo, Mich.—Examiner Hunter: 

12483—J. Hungerford Smith Grape Juice Co. vs. A. T. & S. F. et al. 

June 13—Philadelphia, éPa.—Examiner Paulson: 

l. and S. 1337—Cement to Washington, Baltimore & Annapolis Elec- 
tric Ry. stations. 

June 13—Deming, N. M.—Examiner Flynn: 
12475—Murray & Layne Co. vs. A. T. & S. F. et al. 

June 13—Tulsa, Okla.—Examiner Kephart: 
12435—Empire Refineries, Inc., et al. vs. C. R. I. & P. et al. 
12466—Mid-Co. Gasoline Co. vs. M. K. & T. of T. et al. 

June 13—Chicago, Ill.—Examiner Seal: 
12507—Carnation Milk Products Co. vs. A. T. & S. F. et al. 
12511—Carnation Milk Products Co. vs. G. N. 

June 13—Washington, D. C.—Examiner Agate: 

Finance Docket 1105—Application of the Detroit & Toledo Shore Line 

R. R. Co. for authority to issue capital stock as dividends. 

June 13—Chicago, Ill.—Examiner Butler: 
ey" genes Wholesale Lumber Assn. vs. Aberdeen & Rockfish 

et al. 

11818 (Sub. No. 1)—Van Cleave Saw Mills Co. vs. Director General. 
11818 (Sub. No. 2)—Geo. W. Miles Timber and Lumber Co. vs. Di- 
rector General. 
— — No. 3)—Berthold & Jennings Lumber Co. vs. Director 
eneral. 
11818 (Sub. No. 4)—Robt. Kamm Lumber Co. vs. Director General. 
11818 (Sub. No. 5)—The Nicola, Stone & Myers Co. vs. Director Gen- 


eral. 
11818 (Sub. 


~~ : No. 6)—The Myers-Parsons Lumber Co. vs. Director 

neral. 

11818 (Sub. No. 7)—The Union Wholesale Lumber Co. vs. Director 
General. 


11818 (Sub. No. 8)—Burnaby Bros. Lumber Co. vs. Director General. 

— No. 9)—Chicago Lumber and Coal Co. vs. Director Gen- 
eral. 

11818 (Sub. 


eral. 
11818 (Sub. No. 11)—W. T. Ferguson Lumber Co. vs. Director Gen- 


No, 10)—South Arkansas Lumber Co. vs. Director Gen- 


eral. 
11818 (Sub. No. 12)—Gloor-Ortmann Lumber Co. vs. Director General. 


June 14—Shreveport, La.—Railroad Commission of Louisiana: 
Finance Docket 1252—Application of the Louisiana & Northwest 
R. R. Co. for a certificate of public convenience and necessity. 


June 14—Chicago, Ill.—Examiner Seal: 
12515—Swift & Co. vs. Kansas City Terminal et al. 
12223—Armour & Co. vs. N. P. Ry. et al. 
June 14—Jackson, Mich.—Examiner Hunter: 
12461—Peninsular Portland Cement Co. vs. 
Cincinnati Northern. 
12462—Peninsular Portland Cement Co. vs. 
Cincinnati Northern. 
June 15—Chicago, IIl.—Examiner Seal: 
* I, and S. 1342—Sulphuric acid from Illinois points to Oklahoma. 
June 15—Buffalo, N. Y.—Examiner Quevedo: 
12476—Rogers Brown Iron Co. vs. Director General et al. 
June 15—Los Angeles, Calif.—Examiner Flynn: 
12467—Los Angeles Ice and Cold Storage Co. vs. C. R. R. of N. J. 


et al. 
10339—Los Angeles Fcunary Co. vs. Arizona & New Mexico et al. 


June 15—Oklahoma City, Okla.—Examiner Kephart: 
12460—The Oklahoma National Live Stock Exchange et al. vs. Abi- 
lene & Southern et al. 


June 15—Argument at Washington, D. C.: 
11976—Bedford Pulp and Paper Co. vs. C. & O. and Director General. 
11780—Consolidated Coal Co. of St. Louis vs. Director General. 
11778—Chicago-Springfield Coal Co. vs. Director General and I. C. 
n.. RB. 
ao epee Coal Mining Co. vs. e 3. &. 
et al. 


June 16—Washington, D. C.—Examiner Davis: 

* Finance Docket 1388—Joint application of the Cumberland Valley & 
Martinsburg R. R. Co. and the Pa. R. R. Co. for an order author- 
izing and approving a lease of the railroad, property and fran- 
chises of the Cumberland Valley & Martinsburg R. R. Co. to the 
Pennsylvania Co. 

* Finance Docket 1411—Joint application of the New York Bay R. R. 
Co. and the Pa. R. R. Co. for an order authorizing and approving 
a proposed lease of the railroad, property and franchises of the 
New York Bay R.’R. Co. to the Pa. R. R. Co. 

* Finance Docket 1410—Joint application of the Perth Amboy & Wood- 
bridge R. R. Co. and the Pa. R. R. Co. for an order authorizing 
and approving a proposed lease of the railroad, property and fran- 
chises of the Perth Amboy & Woodbridge R. R. Co. to the Pa. 
R. BR. Co. 

* Finance Docket 1240—Joint application of the N. Y. P. & N. R. R. 
Co. and the Pa. R. R. Co. for an order authorizing and approving 
a lease of the railroad. property and franchises of the N. Y. P. 
& N. R. R. Co. to the Pa. R. R. Co. 

June 16—Austin, Tex.—Examiner Healy: 

8418—Railroad Commission of Louisiana vs. 
minal Ry. et al. 

3918—Railroad Commission of Louisiana vs. St. L. S. W. et al. 

8920—Railroad Commission of Louisiana vs. St. L. S. F. & T. et al. 

1. and S. 710—Eastern Texas class rates. 

1. and S. 729—Class rates to Shreveport, La. 

11764—In the matter of intrastate rates within the state of Texas. 


June 16—Chicago, Ill.—Examiner Seal: 
11935—Swift & Co. vs. Ft. W. & D. C. et al. 
June 16—Washington, D, C.—Examiner Quirk: 
11567—The Order of United Commercial Travelers of America vs. 
Pullman Co. (further hearing). 
June 16—Detroit. Mich.—Examiner Hunter: 
12455—Homer Furnace Co. vs. N. Y. C. et al. 


Director General and 


Director General and 


Director General, I. 
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June 16—Los Angeles, Calif.—Examiner Flynn: 
12416—Robert E. Leahy, doing business under firm name and style 
of Robert E. Leahy Co. vs. Director General and Sou. Pac. 


June 16—Argument at Washington, D. C.: 
11867—Morris & Co. vs. Director General. 
11785—K. C. and E. S. Gaynor, trading as Gaynor Bros., vs. Director 
General and C. M. & St. P. 
11868—Northern Potato Traffic Assn. vs. A. T. & S. F. et al. 
June 17—Cleveland, O.—Examiner Hunter: 
12431—The Grasselli Chemical Co. vs. B. & O. et al. 
a hes ig Grasselli Chemical Co. vs. Director General and C. R. R, 
oO ae 2 
12403—The Grasselli Chemical Co. vs. C. & O. et al. 
June 17—Cincinnati, O.—Examiner Eddy: 
12514—Frank G. Day, doing business as Frank G. Day & Co., vs, 
M. & O. et al. 
12434—The Procter & Gamble Co. vs. B. & O. et al. 
12430—The M. B. Farrin Lumber Co. vs. Mo. Pac. et al. 


June 17—Chicago, Ill.—Examiner Seal: 
12423—Armour & Co. et al. vs. A. C. L. et al. 
June 17—Argument at Washington, D. C.: 
11907—Cotto-Waxo Co. et al. vs. Ann Arbor et al. 
11373—Diamond Alkali Co. vs. Fairport, Painesville & Eastern et al. 
11596—Hydraulic Press Brick Co. vs. P. C. C. & St. L. et al. 


June 18—Auburn, N. Y.—Examiner Quevedo: 
12522—George M. Champlin, receiver, vs. L. V. et al. 


June 18—Cleveland, O.—Examiner Hunter: 
12479—American Shipbuilding Co. et al. vs. B. & O. et al. 
12479 (Sub. No. 1)—Frank A. Scott and J. O. Eaton, as receivers for 
the Standard Parts Co., vs. B. & O. et al. 
June 18—Argument at Washington, D. C.: 
11719—Rock Products Traffic League vs. C. R. I. & P. et al. 
11504—Rock Products Traffic League, Chicago, Ill., vs. C. B. & Q. 


et al. 
“a a ne Sand Producers’ Traffic Assn. of Illinois vs. C. B. 
& Q. et al. 
June 20—Argument at Washington, D. C.: 
12066—Construction and repair of railway equipment (locomotive 
equipment of the Pa. R. R. and affiliated lines). 


June 20—Albany, N. Y.—Examiner Quevedo: 
12480—Davison & Namack Foundry Co. vs. Pa. R. R. et al. 


June 20—Cleveland, O.—Examiner Hunter: 
12490—National Petroleum Assn. et al. vs. Pa. R. R. et al. 


June 20—St. Louis, Mo.—Examiner Eddy: 
12464—Monsanto Chemical Works vs. A. T. & S. F. et al. 
12463—Monsanto Chemical Works vs. B. & O. et al. 


June 26—Ft. Worth, Tex.—Examiner Kephart: 
12504—Ft. Worth Cotton Oil Mill et al. vs. Beaumont, Sour Lake & 
Western et al. 
June 20—San Francisco, Calif.—Examiner Flynn: 
1241C—Fageol Motors Co., Inc., vs. C. M. & St. P. et al. 
12410 (Sub. No. 1)—Moreland Motor Truck Co., Inc., vs. C. M. & 
St. P. et al. 
June 20—Chicago, Ill.—Examiner Woodrow: 
11892—Mississippi-Warrior Service vs. Abilene & Southern et al. 
11893—Mississippi- Warrior Service vs. Abilene & Southern et al. 


June 20—Chicago, Il]l.—Examiner Seal: 
12189—Indiana Reduction Co. vs. Director General. 
12433—Pacific Creamery Co. vs. A. T. & S. F. et al. 


June 20—Memphis, Tenn.—Examiner Pitt: 

9702—Memphis southwestern investigation. 

7304—City of Memphis et al. vs. C. R. I. & P. et al. 

—— Commission of Arkansas et al. vs. Arkansas Central 
et al. 

9886—Chamber of Commerce, Monroe, La., vs. Arkansas & Louisiana 
Midland et al. 

10084—Natchez Chamber of Commerce vs. Natchez & Southern et al. 

63830—Memphis Freight Bureau vs. St. L. I. M. & S. Ry. et al. 


a cs Jobbers and Manufacturers Assn. vs. C. R. I. & P. 
ay. et al. 
10419—Arkansas Jobbers and Manufacturers Assn. vs. Beaumont, 


Sour Lake & Western Ry. et al. 

7250—Shreveport Chamber of Commerce et al. vs. A. & V. Ry. et al. 
Portions of numerous fourth section applications which have been 
consolidated with the above cases. 

June 21—Washington, D. C.—Examiner Clarke: 

* Finance Docket 1210—Application of the Northern Pacific Ry. Co. 
for authority to acquire the capital stock and the properties of 
the Billings & Central Montana Ry. Co. 

June 21—San Francisco, Calif.—Examiner Flynn: 

12724—Walter T. Varney vs. U. P. et al. 

12411—Earl P. Cooper vs. C. R. I. & P. et al. 

42340—Agate Products Co. vs. Director General. 

June 21—St. Louis, Mo.—Examiner Eddy: 
ees Rail and Steel Co. vs. C. R. I. & P. and Director 
eneral. 

Portions of Fourth Section Application 2104—W. H. Hosmer. 

12528—Standard Rail and Steel Ce. vs. L. & N. et al. 

Portions of Fourth Section Applications 1606, C. E. Fulton; 
L. & N. R. R.; 2060, J. F. Tucker. 

12527—Standard Rail and Steel Co. vs. Wabash et al. 

12525—-Standard Rail and Steel Co. vs. Mo. Pac. et al. 

June 21—Salt Lake City, Utah—Public Utilities Commission of Utah: 

Finance Docket 36—Application of the Utah Terminal Ry. Co. for s 
certificate of public convenience and necessity. 


June 21—Chicago, Ill.—Examiner Seal: 
12405—Havana Metal Wheel Co. vs. C. P. & St. L. et al. 


June 21—Atlantic City, N. J.—Commissioner Lewis and Examiner 
Pattison: 
= —— Nos. 1 to 6—The Republic of France vs. Director Gen- 
eral et al. 
12254 and Sub. No. 1—The Republic of France vs. Director General. 
12258—The Republic of France vs. Director General et al. 
12320—The Republic of France vs. Director General. 1 
=, Sub. No. 1—The Republic of France vs. Director Genera 
et al. 
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Freight Rates 


It takes time and money to 
build up a tariff file for all 
your rate quotations, even 
large rate books are waste- 
ful, in that the average busi- 
ness only requires about one- 
tenth of this information. 


Why not have a list com- 
piled applicable to your 
business requirements only— 
one your salesman can carry 
around, and can be easily 
read by anyone ? 


Write us for full particulars. 


Charles Donley 


‘“‘The Traffic Man’’ 


Century Building Pittsburgh, Pa. 


Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE 
‘*The Sunshine Belt to the Orient’’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
Hongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamer Empire State (July 23rd); and pending delivery 
3 other w: S.S. B. steamers by the popular S.S. 
Ecuador (June 25th) and S. S. Colombia 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by 
S.S. Wolverine State (September 14th); Granite State (July 12th). 
S.S. Creole State (August 13th) 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Passengers and freight sailings every 10 days, 5 steamers 


SAN FRANCISCO-BALTIMORE SERVICE 
(Passengers and Freight) 
Via Los Angeles Harbor, Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Panama Canal, Kingston, Havana 
S.S. Colom bia sails from San Francisco July 20th, from Baltimore Aug. 30th 
Also four Class Al steal steamers (freight only) with additional calls at 
San Juan (Porto Rico), Jacksonville, Savannah, Norfolk 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 


Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
alcutta 
Freight only. Sailings every ten days—eight U. S. S. B. steamers 


ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, 
Cristobal, Los Angeles Harbor and San Francisco (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 


Through bills of lading issued to and from points beyond ports of call 
General Passenger and Ticket office: 621 Market St., San Francisco 


General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
‘upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can guarantee prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 
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12388—The Republic of France vs. Director General et al. 

12438 - Sub. No. 1—The Republic of France vs. Director General 
et al. 

12439—The Republic of France vs. Director General et al. 

12440 and Sub. Nos. 1 and 2—The Republic of France vs. Director 
Genera! et al. 

12441 and Sub. No. 1—The Republic of France vs. Director General 


et al. 

12442 and Sub. No. 1—The Republic of France vs. Director General 
et al. 

12443 and Sub. No. 1—The Republic of France vs. Director General 
et al. 

12444 and Sub. Nos. 1 and 2—The Republic of France vs. Director 
General et al. 

12445-12453—The Republic of France vs. Director General. 

—_ oo. Nos. 1 and 2)—The Republic of France vs. Director Gen- 
eral et al. 

12679—The Republic of France vs. B. & O. 

12682—The Republic of France vs. West Shore et al. 

12687—The Republic of France vs. Lehigh Valley. 

12688—The Republic of France vs. Erie. 

12689—-The Republic of France vs. N. Y. C. et al. 

12681—The Republic of France vs. Pa. R. R. 

June 22—Washington, D. C.—Examiner Clarke: 

Finance Docket 1383—Application of the C. T. H. & S. E. Ry. Co. 

and the C. M. & St. P. Ry. Co. for approval of acquisition or 


control by lease by the latter company of the railways, franchises , 


and other property of the former company; for authority for the 
Cc. M. & St. P. Ry. Co. to assume liabilities with respect to bonds 
and other securities; for authority for the C. T. H. & S. E. Ry. Co. 
to issue certain mortgage bonds and for a certificate of public 
convenience and necessity. 

June 22—Washington, D. C.—Examiner F. E. Brown: 

3666—In the matter of regulations for the transportation of ex- 
plosives, inflammable and other dangerous articles, by freight and 
express. (The hearing will be confined to consideration of amend- 
ments proposed by the bureau of explosives after conferences with 
shippers and carriers. 

June 22—Youngstown, O.—Examiner Hunter: 
12420—Carnegie Steel Co. vs. Pa. R. R. et al. 

June 22—Providence, R. I.—Examiner Quevedo: 
12492—Maine Spinning Co. et al. vs. Me. Cent. et al. 

June 22—Dallas, Tex.—Examiner Kephart: 

12485—Southern Products Co. vs. A. & V. et al. 

Such Fourth Section departures as may exist in the adjustment of 
rates will be considered by the Commission in the disposal of this 
complaint. 

dune 22—Chicago, Ill—Examiner Seal: 

10604—Barnett Oil and Gas Co. vs. Director General and L. & N. 

12473—Keokuk Electric Co. vs. Arkansas Central et al. 


June 23—Kansas City, Mo.—Examiner Eddy: 

12512—Feeders’ Supply Co. vs. C. B. & Q. and Director General. 

12413—Waggoner & Gates Milling Co. vs. Mo. Pac. et al. 

Portions of Fourth Section Applications 458, N. C. & St. L. Ry.; 
1548, Sou. Ry.; 1952, L. & N. R. R.; 2045, I. C. R. R.; 2060, J. F. 
Tucker; 2138, M. & O. R. R.; 3912, Tenn. Cent R. R.; 4218, 4219 
and 4220, Mo. Pac. Ry. and St. L. I. M. & S. Ry. 


June 23—Chicago, Ill.—Examiner Seal: 
12422—-Lookout Oil and Refining Co. vs. A. & V. et al. 
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June 23—Argument at Washington, D. C.: 
11911—General Electric Co. vs. N. Y. C. et al. 

11953—E. I. DuPont de Nemours & Co. vs. Director General anq 
Raritan River R. R. 

June 24—Houston, Tex.—Examiner Kephart: 
11495—Magnolia Provision Co. vs. Abilene & Southern et al. 
11117—Magnolia Provision Co. vs. A. C. L. et al. 

12409—H. ‘W. Garrow & Co. et al. vs. G. H. & S. A. et al. 

June 24—New Haven, Conn.—Examiner Quevedo: 

12134—The Manufacturers’ Assn. of Connecticut, Inc., vs. Director 
General. 

June 24—Argument at Washington, D. C.: 
11708—Hercules Mining Co. vs. Director General and Nor. Pac. 
11417—Northwest Steel Co. et al. vs. O.-W. R. & N. Co. et al. 

June 24—Chicago, Ill.—Examiner Seal: 
12508—Illinois Brick Co. vs. Director General and C. M. & St. P. 

June 25—Argument at Washington, D. C.: 
11681—Oxford Paper Co. et al. vs. Director General. 

June 25—Kansas City, Mo.—Examiner Eddy: 
12513—Carnie-Goudie Mfg. Co. vs. A. T. & S. F. et al. 

June 25—Chicago, Ill.—Examiner Seal: 

12520—A. M. Castle & Co. et al. vs. C. M. & St. P. et al. 

June 27—Beaumont, Tex.—Examiner Kephart: 

12100—Beaumont Chamber of Commerce vs. Beaumont Wharf and 
Terminal Co. et al. 

12100 (Sub. No. 1)—Beaumont Chamber of Commerce et al. vs. Beau- 
mont, Sour Lake & Western et al. 

12523—Beaumont Chamber of Commerce vs. Louisiana Western et al. 

12412—Texas Steel Co. (R. S. Collin and W. H. Lantz, receivers) vs, 
Cc. R. I. & P. et al. 

12412 (Sub. No. 1)—Texas Steel Co. (R. S. Collin and W. H. Lantz, 
receivers) vs. C. R. I. & P. et al. 

June 27—Portland, Ore.—Examiner Flynn: 
12428—Willamette Iron and Steel Works, Inc., et al. vs. B. & O. et al. 

June 27—Chicago, Ill.—Examiner Seal: 
12745—In the matter of intrastate rates of the American Railway 

Express Co. between points in the state of Illinois. 

June 28—Tacoma, Wash.—Examiner Flynn: 
12424—Love-Warren-Monroe Co. vs. C. M. & St. P. et al. 
12421—West Coast Grocery Co. et al. vs. O.-W. R. & N. Co. et al. 

June 29—Tacoma, Wash.—Examiner Flynn: 
12498—Far West Clay Co. vs. C. M. & St. P. et al. 
12499—Far West Clay Co. vs. C. M. & St. P. and Director General. 


AMERICAN DOCK AND IMPROVEMENT BONDS 


Authority has been granted by the Commission to the Central 
Railroad Company of New Jersey, under an order in finance 
docket No. 1431, to assume obligation or liability as guarantor 
in respect of the payment of the principal and interest of not 
exceeding $4,987,000 of bonds of the American Dock and In- 
provement Company. The railroad company owns all of the 
stock of the dock company. The maturity date of the bonds is 
to be extended from July 1 to July 1, 1936. 
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Attorney at Law and Counsellor In 
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Specialist & Counsellor | 
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Arrangements—Demurrage TOLEDO, OHIO 
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Interstate and Foreign Commerce Hickox Bldg., 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Seuthern Building, Washington, D. C 
Telephone Main 2702 


GEO. T. BELL | 


COMMERCE COUNSEL 
1919-1921, Executive Vice-President, North- 
ern West ——. Coal Operators’ Associa- 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919, 
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Commerce Counselor hens 


All phases of Traffic 
and Transportation 
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COMMERCE COUNSEL 
Suite 1120 Hurt Building» 
ATLANTA, GA. 


CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


and Transportation matters. | 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, 


Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Board, 
| Federal Courts. 


CLEVELAND, O. | 101-106 WOODWARD BLDG., WASHINGTON 


Wilbur LaRoe, Jr. 


Commerce Counsel 


Southern Bullding Washington, D.C. 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Building, 
St. Louis, Mo. 


Special attention to matters before Inter- | 
state Commerce and State Commissions and 
railroad and rate litigation and claims. 





ARTHUR HALE 
UNION TRUST BUILDING 
FIFTEENTH AND H STREETS 
WASHINGTON. D. C. 


Agent and attorney fer carriers before the Interstate 
Commerce Commission, Railroad Administration, etc.; 


Rates and Divisions, Private Cars, Weighing; 
Per Diem Reclaim, Demurrage and Valuation; 
Claims under the Federal Control! and Transportation Acts. 


. ARTHUR B. HAYES | | 
ATTORNEY AT LAW | 


Colorado Buliding, Washington, D. C. 
Former Member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation a. 
| Specialty 
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Despatch Line 
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NEW YORK 
PHILADELPHIA 
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SAVANNAH 
and MOBILE 


DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 
- PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 
RELIABLE 
UNEXCELLED 
FACILITIES 


and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
















139 South Third St. 42 Broadway 
Pittsburgh Mobile, Ala. 
1537 Oliver Building S. W. Cor. St. Francis & Water Ste. 
Savannah, Ga. Oakland, Cal. 
Savannah Bank and Trust Bldg. Parr Terminal 
Los Angeles, Cal. Portland, Ore. ’ 
427 Van Nuys Bidg. 704 Title & Trust Bldg. 


1103 L. C. Smith Bldg., Seattle, Wash. 
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De 
“Frans-Pacihe Freight Service 


Frequent 

Coastwise 

Sailings 
BETWEEN 


Seattle, Tacoma, 
Victoria, Vancouver, 
Portland, San Francisco, 
San Diego, Los Angeles, 
and all 
Alaska Points. 


REGULAR SERVICE Operators, United States Shipping Board. FREQUENT SAILINGS 
From SEATTLE To 


Yokohama, Kobe, Shanghai, Hong Kong, Manila, Singapore, 
Dairen, and *Vladivostock 
*Vessels will make direct call if offerings justify. 
SAILINGS FROM SEATTLE 


SS CITY OF SPOKANE, June 27 **SS SILVER STATE, July 9 **SS KEYSTONE STATE, July 30 
SS EDMORE, July 20 **SS WENATCHEE, Aug. 27 


**Combination freight and passenger (Length 535 feet; 21,000 tons displacement; speed 17% knots). 


From PORTLAND To 
Yokohama, Kobe, Shanghai, Hong Kong, Manila and Dairen 


Direct connections at Hong Kong with Feeder service to Saigon, Singapore, Samarang, Soerabaia, and way ports. 
SAILINGS FROM PORTLAND 
SS MONTAGUE, June 26 SS ABERCOS, July 22 SS PAWLET, August 30 SS COAXET, Sept. 14 
For Sailing Dates, Rates, Detailed Information Apply to 
142 South Clark Street, Chicago 17 State Street, New York 
M. J. WRIGHT, Freight Traffic Manager, Seattle 
L. L. BATES, Foreign Freight Agent, Seattle 
All Cities Pacific Coast and Orient ° 
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The ADMIRAL LINE 





ANYWHERE ON THE PACIFIC 





PACIFIC STEAMSHIP COMPANY 
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~to the Journeys En 






By .rail or boat, by truck or wagon, 





through rain and storm, your goods 
travel a long, hard way from your 
plant to the retail store. 














No matter how often good wood boxes are 
loaded and unloaded, handled with hooks, 
piled under heavy freight, dropped from car 
to platform and from truck to the ground, 
they guard your goods from damage. 

Reduce Your Damage Claims 


y 30 ‘ 
by nailing boxes right. Good wood boxes can always be opened for 
Our folder giving com- ; ; ‘ ‘ 
plete rules for nailing inspection or repacking by jobber or whole- 
tells you how. Itis free. 
- saler. It takes only hammer and nails to 
Write for 1t. . 
make them ready for duty again. They carry 
14 ' 7 
. your product safely to the journey’s end. 
ork 


. Good Wood Boxes 
| Backed by the National Association of Box Manufacturers 


GENERAL OFFICES: 
1553 CONWAY BUILDING, CHICAGO 
New England: i» Eastern: Southeastern: 


1013 SCOLLAY BLDG. 433 CALVERT BLDG. 210 WALTON BLDG. 
Boston, Mass. Baltimore, Md. Atlanta, Ga. 
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CKENBACH LINE 


Express Freight Service 
U. S. Mail Steamers 


New York Hamburg 





Twin Screw American Steamers 









New York Rotterdam Amsterdam 
Philadelphia Rotterdam Amsterdam 





Piiledcipkia| Port of Los Angeles San Francisco 


, 





Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports 


GENERAL OFFICES: 44 Whitehall Street, New York 











CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building 
T. J. McGEOY C. H. DRINKWATER 
General Western Freight Agent Northwestern Freight Agent 
Philadelphia Los Angeles St. Louis San Francisco 
Lafayette Building Central Building Pierce Building Merchants Exchange 









Machinery Forwarding Service 


is effecting decided savings every day for machinery 
shippers who pay the freight, and who pay less freight 
because they use our speedy satisfactory service. 


Remember the old saying—‘‘The Cost Takes Away 
the Taste,’ and also don’t forget that a taste of our » 
consolidated machinery forwarding service takes 
away the cost. Try it and see. 


Consolidated 
| 
| 


sy 


TRANS-CONTINENTAL FREIGHT COMPANY 


| Consolidators of Machinery, Household Goods, Automobiles, Toys and Pianos 
Write the Nearest Office 
General Offices: 203 Dearborn St., Chicago 


Eastern Office: Woolworth Building, New York 


Old South Building, Boston Hippodrome Building, Cleveland 
Ellicott Square, Buffalo Monadnock Building, San Francisco 
Drexel Building, Philadelphia Van Nuys Building, Los Angeles 
Union Trust Building, Cincinnati Alaska Building, Seattle 

13th and Kearney Sts., Portland, Oregon 
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